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Renault 
eT 
puts 
sports car 
performance 


into a 
low-priced 
4-door 
package ! 


For $1596* you get the car that’s outperformed everything in the economy class in major competitions throughout Europe. / With its 
husky, high-revving engine and fast-shifting 4-speed transmission, the new Renault Gordini is a truly high performance economy sedan./ 
Its precise steering, air-cushioned independent 4-wheel suspension, and beautiful balance give the Gordini sports-car-like handling. 
But the resemblance to a sports car ends there. For the Gordini’s deluxe interiors, foam-padded reclining seats and unitized body qualify 
it as a sturdy and comfortable family car. / Because the Gordini is built by Renault, you can look forward to: up-to-37-m.p.g. gas 
economy, very low maintenance (wet-type cylinder liners cut the cost of an engine overhaul dramatically), and a solid Renault 12 month or 
12,000 mile Warranty! Inspect the high-performance, low-cost Gordini at your local Renault Dealer's. Then test drive the pants off it! 


*Suggested list price, fully equipped, P.O.E. East and Gulf Coasts. 


tExcept routine maintenance and tires. 
The Inside Story of The New Renault Gordini: ENGINE: 4 cylinder, rear-mounted, water cooled, wet type removable sleeves, overhead Since 
valves, oil bath air cleaner, Solex carburetor. Compression ratio 8:1; 40 B.H.P. @5000 rpm; RPM range 1200-5900. TRANSMISSION: 4 forward speeds 1898 
plus reverse (2nd, 3rd, 4th synchronized). Ratios: lst—3.7; 2nd—2.28; 3rd—1.52; 4th—1.03. Single plate dry type clutch. SUSPENSION: Independent 

4-wheel coil spring suspension with load levelling atmospheric cushions. Front torsion bar stabilizer. BRAKES: Lockheed 4 wheel hydraulic with 9” drums; 4 > 
floating, self-centering shoes. Mechanical hand brake. PERFORMANCE: Max. speed in each gear: 4th—79 m.p.h.; 3rd—63 m.p.h.; 2nd—44 mo Jgord 4 ni 
Ist—27 m.p.h. 0-60 m.p.h. in 24 secs. Up to 37 m.p.g. Power to weight ratio: 1:36. DIMENSIONS: Length overall 157”, width 60’. 








| 
| 








If you look at the firing tip of this spark ® many thousand miles of slow-speed driv- 
plug, you'll see it’s longer than usual. AUTOLITE ing. You can get a set of Autolite Power 
Longer to reach deeper into the exploding Tip Spark Plugs for any car, domestic or 
gasoline in the cylinders of your car’s engine. Here imported, with an overhead valve engine (95% of 
the intense heat of exploding gasoline burns away the cars on the road today). If you’ve had trouble 
carbon deposits before they can accumulate. This a with plug fouling, ask for Autolite Power Tips, 
keeps your spark plugs in like-new condition even after first spark plugs that clean themselves while you drive. 














Automotive Research Library 
ye PETERSEN PUBLISHING CO. ¥* 








Dynatone 


FLAT OVAL 


the new shape 
of a new sound 





Here is modern 
muffler magic from 
Dynatone—the 
“original 
equipment”’ look 
and yet, a new, 
distinctive tone— 
mellow without 
bellow! 

Just a three inch 
thin flat oval—the 
shape of things 
that go—for plenty 
of road clearance 
and frame hugging 
fit. Low, low back 
pressure delivers 
full engine power 
with the whispering, 
distinctive sound 
that makes knowing 
heads turn. 








For “regular” mufflers, see 
the famous Silentones ... 
economical Standard or 
deluxe Master—each the 
biggest buy for your dollars. 


SILENTONE 


MUFFLERS 


Dept. B-47, 619 Smith St., Toledo, Ohio 
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Q@ntinental tires 


The premium choice when 
top performance is a MUST 


Passenger Car Tires for 
imported and domestic cars 


High Speed Sports Car Tires 
Racing Tires 


A QUALITY product from 
Germany’s leading tire 
manufacturer 


SOLD THE WORLD OVER 





nearest Conti dealer 


CONT! RUBBER PRODUCTS, INC., 15 William St. 
Fer adiivess of your U. §. A. New York 5, N. ¥. HAnover 2-6156 
WORLD TRADE CENTER, San Francisco 11, Calif. YUkon 1-1681 














CONTINENTAL RUBBER COMPANY 


CANADA 5765 Andover Road 


Montreal 9, P.Q. RI 8-7301 





Again in 1961 Indianapolis “500” winner chooses 





for speedway 
and highway! 


A. J. Foyt, winner 1961 Indianapolis “500.” 
Speed, 139.130—new track record. 


For the last five years the Ist, 2nd and 3rd cars at the 
Indianapolis “‘500” have been equipped with Raybestos 
Brake Lining. This year it was A. J. Foyt, Eddie Sachs 
and Rodger Ward who relied on Raybestos to give 
them that vital extra margin of safety as they braked 
from more than 170 mph before going into those vicious 
turns. These same safety-conscious drivers insist on 


BRAKE LINING 







Raybestos Brake Lining for their own family cars, too. 

Raybestos learns plenty from the long hot miles at 
Indianapolis, and, as a result, you get safe stops under 
even the most grueling conditions. So stop in at your 
Raybestos dealer soon. Ask him to check your brake 
lining with the Raybestos Safe-T-Gage. See for yourself 
just how much stop is left. 





RELINE WITH 








For a set of three 8 x 10 photos of A. J. Foyt, Eddie Sachs and 
® Rodger Ward, just send us $1.00 (to cover handling and postage) 











AMERICA’S BIGGEST 


with your name and address. 
SELLING FRICTION MATERIAL RAYBESTOS DIVISION of Raybestos-Manhattan, Inc., BRIDGEPORT, CONN. 








GLIDE CONTROL 
Automatic Throttle and Speed Setter 
FOR ALL CARS AND TRUCKS 
Lets You Cruise Along With Your 
Foot Off the Accelerator — A Touch 
of the Toe Sets It— A Touch of the 

Toe Releases It! 
Step On Brake or Step On Button 







s 
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Glide Control is as easy to use as 
your headlight dimmer; set it any 
desired — immediately cuts 
out on braking and acceleration. 
For emergency bursts of 
over the desired setting, normal 
foot pressure on the accelerator 
overrides oe — and removing the foot allows the 
speed to urn the reset speed. Glide Control is 
wonderful ‘a at AR legal speeds in posted areas. 














Glide Control ‘‘frees’’ your Glide Control increases gas 

foot from the throttle .. . 

feeds the gas for you, safely for itself in gas savings 

and jomically. Helps pre- alone. All its other benefits 

vent unintentional speeding. ae pleasures can be yours 
at no co: 


Now — with a Glide Control on your car or truck, you can 
cruise along the highway steadily at any speed you desire, 
safely and comfortably, with your foot off the accelerator. 
Glide along without foot and leg becoming cramped and 
fatigued. Arrive at your destination more refreshed, more 
relaxed. 


Glide Control is easier to use than any other cruising 
throttle and speed control. A touch of your toe sets it — 
a touch of the toe to brake or floor button releases the 
throttle control to normal operation. You don’t have to 
remove hands from wheel or eyes from road to set extra 
knobs or levers. The Glide Control works automatically, 
electronically (no complicated mechanism to install). All 
you do to set throttle at desired cruising speed is to de- 
press accelerator until desired speed is reached then touch 
your toe to floor button. This holds throttle at desired 
speed until you release it by a touch of your toe to brake 
or button. 


Glide Control lets you achieve automatically, with any car, 
exactly what professional ‘‘economy run’’ drivers are fa- 
mous for—record-breaking fuel savings through precise, 
even throttle control and fuel-feed. With Glide Control, 
you keep the fuel-flow uniform and any gas will pro- 
duce more miles per gallon! It increases gas mileage up 
to 250% —pays you back its full cost within a few months! 


A Speed Stabilizer . . Not A ‘‘Governer’’ Maximum fuel 
economy is possible only when the fuel flow to carburetor 
is unvarying. The human foot can’t accomplish this — but 
Glide Contro! can! Maximum comfort and driving ease are 
possible only when the right leg isn’t kept tense, stiff, 
fixed to the gas pedal. Manual throttle control can’t re- 
lieve this — but Glide Control can! You get any speed you 
want with Glide Control, and you can hold it for hours 
without strain. 


« Gas economy through throttle control and fuel feed 

e Reduction of driver's fatigue through elimination of con- 
stant pressure on accelerator 

« Easy to use — Merely set with foot switch and release 
immediately with either brake or foot switch 

+ Helps driver stay within speed limit by pre-selecting 
speed to suit posted regulations 

« Of special appeal to salesmen, vacationers, commuters, 
Sunday drivers, freeway drivers, trailer owners, etc. 

« Safety — Foot can rest near or upon brake pedal, reduc- 

ing time for emergency brake stops 

rs ag installation and operation instructions included 

with w 

Can rs anita by any mechanically inclined driver 

or local service station or garage. 


Glide Control is selling now at the new low price of only 
$19.95 (Excise tax and shipping charges included). 
YOU SAVE $9.55. 


DURO-MATIC PRODUCTS COMPANY 
8509 Higuera Street 
Culver City, California 


GUARANTEE: Duro-Matic Products Co. guarantees Glide 
Control for a period of 60 days from date 
of purchase to be free of all mechanical 
and material defects, providing unit is in- 
stalled and operated in accordance with 
printed instructions furnished with unit. 


DURO-MATIC PRODUCTS COMPANY | 
8509 Higuera Street | 
Culver City, California | 


Please send me............ Glide Control Units. Enclosed 
is O check © money order (We pay shipping charges 
if payment is enclosed) 

Send my Glide Contro! C.0O.D. Enclosed is $3.00 
Oo Balance payable when delivered. (You pay x: | 
and C.0.D. charges). Specify 6 Volt 0 12 


NAME 





Please print 
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STATE 
Calif. Residents add 4% state tax 
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| 
I 





By Don Werner 


EDITOR’S REPORT 


ARNEL LEIS LR AOR EE A EO TIITREE ERR RI 
HE FIRST OF THE 1962 MODELS will be revealed to the public during the week of 
September 10th. The car leading the annual parade, according to present sched- 

ules, will be the Pontiac. A few more makes of cars will follow in the week of 

the 17th, but the full flood of the new-car introductions will not be reached 
until the week of September 24th. 

After October 1st there will be few new cars left to make their initial appear- 
ance. Three cars are set for introduction in early October, one more in late 
October and the last of the all-new cars, which is one of particularly high interest, 
is being withheld from public gaze until well into November. 

All this averages out to an earlier announcement season than ever before. There 
are many explanations offered for the advancement in dates, and from the buyer’s 
point of view none of them makes any difference. If Detroit sets its new-car 
calendar by the phases of the moon, well then, let them do it that way. What 
really matters is that we're all eager to see what Detroit has for us for the next 


year, and the sooner they bring them out the better. 
* * 





* * 
IT WOULD BE ILL-ADVISED to attempt any judgments of the 1962 cars at this early 
stage. As with every preceding year, there’s a lot that is old and a lot that is 
new — and we should reserve our opinions until there has been time to consider 
the new cars more carefully. But there is one particular development, one which 
has been building up for some time, that can stand a little comment. I am refer- 
ring to the case of Chevrolet. 

For 1962, Chevrolet has four major designs in its car: the full-size standard, 
the smaller standard, the compact and the sports car. Yet to come, perhaps a little 
later in the year, is the smaller small car. This is almost a greater range of vehicles 
than the entire General Motors Corporation had not too long ago. In effect, in 
variety and in car volume, Chevrolet has become a kind of GM itself. It exceeds 
in every measure of size many car-making corporations that rank among the 
world’s industrial giants. 

Last year nearly one out of every three cars built in the U.S. had the Chevrolet 
label. The total output of the Chevrolet division alone matched that of the entire 
Ford Motor Company. Or, in another comparison, Chevrolet surpassed the num- 
ber of Chrysler Corporation, American Motors and Studebaker cars combined, and 
had a few hundred thousand to spare. In brief, if Chevrolet were not a division 
of GM and stood alone, it still would be the giant of the world’s auto makers. 

The point here is not that of monopoly, which is absurd — Chevrolet is the 
biggest but it still falls far short of smothering its competition — but rather the 
basic reason for its success, which is simply a collection of excellent designs that 
suit a broad range of tastes in automobiles. There is within the Chevrolet family 
more variety than exists, with very few exceptions, in the offerings of any other 
corporate group or individual make. And they are all well done. 

- * * * 
SINCE DETROIT IS CLOSING OUT one model year and starting a new one, it is inter- 
esting to look at the latest positions in sales of the domestic makes. By the present 
registration count, for the current year, the tabulation by divisions is: (1) Chev- 
rolet, (2) Ford, (3) Pontiac, (4) Rambler, (5) Oldsmobile, (6) Plymouth, 
(7) Buick, (8) Dodge, (9) Mercury, (10) Cadillac, (11) Chrysler, (12) 
Studebaker, (13) Lincoln and (14) Imperial. 

In the foregoing list, some positions will change from month to month, but 
generally it probably is a pattern that will prevail. And it should be noted that 
in registrations, the count is made only by major makes; and sub-makes, such as 
the compact Falcons, Corvairs, Larks, etc., are lumped with the manufacturing 
division that sponsors them. 

* = om * 
A FEW DAYS AGO | visited the Jaguar works at Coventry. I was especially in- 
terested, since Jaguar is the unusual case of an independent car maker dedicated 
to the relatively small output of high-quality and high-performance sedans and 
sports cars. And with remarkable success. 

It took me only about two hours to go through the heavy London traffic 
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and travel northwest about 90 miles on 
the “dual carriageway” to Coventry. But 
it took me another 35 minutes in Cov- 
entry to find Jaguar. There are no signs 
to point the way and the directions of 
the local citizens, as such directions 
always are, were not easy to follow. The 
route, as I finally followed it, is down a 
perfectly ordinary residential _ street, 
which is bare of any signs of industrial 
activity. Just rows of peaceful brick 
houses, kids playing in the road, and 
not a Jaguar in sight. Then, suddenly, 
there is a break in one row of the houses, 
and a narrow road leads to an iron gate. 
Behind this gate and beyond the guards 
is Jaguar, and the layout really isn’t 
small. After all, they build 550 cars 
here every week. 

Jaguar’s formula is simple and sound. 
The engine is first and fundamental, 
and they put together one of the best in 
the world. Then around this excellent 
engine they construct a car. The total 
rate of car production depends upon the 
speed of the engine manufacture. 

This engine-making, however, goes at 
a fairly slow pace. Unlike most car plants, 
Jaguar’s method is one almost entirely of 
handcraftsmanship. There are no elabo- 
rate transfer machines that drill and 
bore and polish and turn. Automation is 
conspicuous by its absence. Instead, there 
are a lot of workers who look extremely 
competent at benches, busy matching 
parts and balancing them carefully. Nor 
does it look as if any efficiency experts 
have been in here with time and motion 
studies. It’s all done with human skill 
and care, and so it is not surprising that 
the engine is as good as it is. 

Most of the cars going down the 
nearby assembly lines are the 3.8 sports 
sedan, which probably will continue to 
dominate Jaguar’s output for a long time. 
The production rate on the new XK-E 
sports car, when I was there, was running 
about 50 per week, although this will be 
stepped up in the coming months. About 
four out of every ten Jaguars made are 
shipped to the States. 

Each Jaguar engine is bench-tested 
for seven hours of running, a far longer 
test than I have ever observed on any 
other production machine. And each 
completed car is fully road tested and 
the imperfections noted and corrected. 
Then the car is tested again by a different 
driver before final OK. 

On my tour through the works it was 
obvious that the Mark IX luxury Jaguars 
were few in number on the line, and it 
appeared that production of them was 
tapering off. I asked if the rumors were 
true that a Mark X Jaguar was imminent. 
The factory officials would not admit to 
that, but they did say that if the present 
luxury job were discontinued, there 
obviously would be a new version to 
replace it. /MT 


















Dyna-Gla SOUND 


MAKES YOUR CAR 


stand out 
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Sing the song of the sixties with Dyna-Glas whispering 


power. Rocket-age fiber glass 
packing — and exclusive “Whisper Chamber” — release built-in 
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factory power — but lullaby low. 





The Dyna-Glas flat oval shape snugs into 
place and installs in minutes. You’re back to 
the original equipment look with more 
road clearance — more power — more 

zip — and the “mellow without bellow” 
sound of the sixties. 


For mufflers of original equipment type—see the Goerlich Standard or 
Master models. Each is a top value! 
9, 
GOERLICHS, Inc. 
MUFFLERS AND PIPES 


Dept. A-48, 619 Smith St., Toledo, Ohio 
MOTOR TREND/SEPTEMBER 1961 7 








An 
inside view 








of the 11th 





Champion-sparked 





Indy win 
in the last 12 years 





Champions spark the power as 
Foyt wins 500° in record time! 


The fastest, hardest pace in 
Indianapolis history cuts the field 
of 33 starters to 12 still running 
at race end! Three different 
brands of plugs sparked those 
starters—and again Champions 
spark the winner! Here’s a close-up 
look at Indy—the world’s toughest 
test of men, machines, and the 
parts that make them go... 


























" 
Parnelli Jones, who led pack for 27 laps, tells car owner 
J. C. Agajanian he will keep driving despite eye injury that 
caused much bleeding. Jones finished race, was co-choice 
for ‘Rookie of Year” award, with Bob Marshman, who started 
33rd, finished 7th. Both ran on Champion spark plugs. 





The historic bricks are crowded with Jim Hurtubise, who charged In garage area, owner John Zink 


cars and crews awaiting the famed com- into lead on first lap to pile up (center) inspects his Champion-equipped 
mand, “Gentlemen, start your engines!” pack of records, gets tires and Zink Special. Troy Ruttman, 1952 Indy 
At left of bottom row, with hood up, is fast fill-up. Hurtubise kept his winner, drove it to new competition lap 
Foyt's Champion-sparked mount that led Champion-sparked racer in front record of 147.589 mph, led for 10 laps. 
the pack for 74 laps, including the all- for over 87 miles, retired from Jim Rathmann also led the race (15 laps) 
important 200th lap. race with mechanical difficulties. using Champions. 
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Victory! The dream of every race driver comes true for A. J. Foyt, Jr., as he takes the checker in his Champion-sparked 
Bowes Seal Fast Special, after a record-cracking pace of 139.130 mph! Foyt and his head mechanic and car owner, George 
Bignotti, also chose Champion spark plugs to run the 1960 Championship Trail, where Foyt won National Championship. 





Before race, Champion’s Head Racing Engineer Don Garner 
(Il.) checks spark plug “readings” on winning car with owner- 
mechanic George Bignotti. An expert at the treniendous task 
of setting up a car for a race, Bignotti said, “Champions are 
the best plugs I've ever used. I've tried others, but Champions 
seem more ‘foolproof,’ and always give good service. We 
use them in all our cars.” 


CHAMPION SPARK PLUG COMPANY *« TOLEDO 1, OHIO 


OR the 11th time in the last 12 years, the 
checkered flag flashed at Indianapolis for a 
car fired to victory by Champion spark plugs! 
In competition with two other brands of 
plugs, Champions once again proved their 
ability to deliver the winning performance— 
under the roughest, toughest, most demand- 
ing engine conditions imaginable. 

Whether or not you place rugged demands 
on the spark plugs in your engine— 
Champion’s ability to deliver smooth, full- 
firing performance under the most extreme 
conditions is there if it’s needed. Why settle 
for anything less? 

Take a tip from the Brickyard—the world’s 
toughest proving ground for 
automotive parts—and always 
spark your car with dependable 
Champion spark plugs. 


DEPENDABLE 


SPARK PLUGS 
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The BIG event of the drag racing calendar 
takes place at INDIANAPOLIS this year, 
at the world’s auto racing capital. It’s the 
7th annual National Championship Drag 
Races, presented by National Hot Rod 
Association, the sport's official sanction- 


ing body. 


GET SET... 


rs 


As usual, the Nationals will feature the 
absolute best in drag racing, with top 
drivers and the hottest cars from all parts 
of the country in competition. As an extra 
bonus, the Nationals will mark the grand 
finale of the official 1961 points season, 
with the new World Champion crowned 
and the sport’s Top Ten determined. 








Facilities and accommodations for fans 
and contestants will be superior to any 
ever seen at a previous Nationals event. 
Four big days of racing will make this the 
essence of Ingenuity In Action! So make 
your plans early and get ready for the 


1961 BIG GO 
NATIONAL CHAMPIONSHIP 
DRAG RACES 
INDIANAPOLIS RACEWAY PARK 


West of Indianapolis on Route 136 
SEPT1,2,3,&4 


Labor Day weekend 
PRESENTED BY NATIONAL HOT ROD ASSOCIATION 











TOO MUCH — TOO SOON! 

For the past several years, I have read 
with interest the numerous letters written 
to the various automotive magazines con- 
cerning our domestic cars. Practically every 
facet of the American automobile has been 
condemned or criticized. In fact, I have seen 
only three letters defending Detroit's 
products. 

In the midst of all this clamor, I think 
people have forgotten something — that 
American cars are not designed merely as a 
means of transportation from one point to 
another. A good number of the people in 
this country spend more of their waking 
hours in their cars than in their homes or 
offices. These people, either purposely or 
subconsciously, buy cars which are com- 
fortable, well-powered, well-appointed, and 
easy to drive. 

The 1960 crop of cars suited these ob- 
jectives pretty well. But now Detroit is 
getting itself into a big mess. 

A few people shouted for compact cars, 
and so Detroit granted their wish last year. 
Then some of these same people complained 
that the compacts weren’t powerful or large 
enough, and so Detroit replied with the 
medium-sized compacts. And now next 
year, for some reason hidden in the head 
of a market researcher, several cars are 
springing smaller full-sized cars. 

The result of all this is such a wide 
variety of cars, in both makes and sizes, 
that the public will be thoroughly con- 
fused about what type of car to buy, and 
dealers will be unable to stock representa- 
tive models of the cars they are selling. 
Consequently, Detroit will not be able to 
sell a sufficient number of some of their 
new cars to fully justify the tooling costs 
and will end up conducting “U Auto Buy 
Now” campaigns again. 


Barry Eaton Dallas, Tex. 


Ss 


“SENIOR COMPACTS” 

In your July issue you were speculating 
on the new “senior compacts” that Ford 
is bringing out in 1962. 

There should be no mystery about them 
— Ford of Canada has been making them 
here for years. The Meteor is similar to 
the Ford, the Monarch is similar to the 
Mercury and the Frontenac is similar to 
the Falcon. 

If you wish to get an “advance look” at 
these “new” cars, send one of your re- 
porters up here to Canada — he'll see thou- 
sands of them. 

When these cars are introduced in the 
States they will probably be called “brand- 
new” and “revolutionary” — but to us they 
will be old and familiar. 

Doug Hedger Toronto, Ont., Canada 


MANY THANKS 

Many thanks for your perceptive, in- 
formative “Car Buyer’s Guide” in the July 
issue. I trust that you are aware of the 
tremendous service you are rendering the 
motoring public through the continued ex- 
cellent material in your fine magazine. 

With so many makes and models to 
choose from today, plus the myriad degrees 
of size, function, utility and performance 
available from which to make a choice, even 
the most ardent car fan would be practically 
at a loss to choose a car were it not for the 
extensive information presented in MOTOR 
TREND. 

A few years ago it was comparatively 
easy to select a car, because then there were 
only three or four general classifications 
on the U.S. market, but today — whew! 

I feel that we are indeed fortunate in 
that we are a two-car family, partly from 
necessity. We own a 1960 Volkswagen sedan 
and a 1954 Oldsmobile Super 88 hardtop. 
If I had to compromise because I could 
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afford only one car, surely the information 
gleaned from your pages would indicate 
a cat in between these two that would 
embody comfort, economy, performance 
and the utility which we require. 

I don’t usually throw flowers, but you 
and your able staff certainly deserve a 
standing ovation from the public you serve 
through the medium of MOTOR TREND 
magazine. 


Robert G. Prescott Brattleboro, Vt. 


OVERLOOKED 

In your July issue I was pleased to read 
your “Buyer’s Guide to the 1961 Cars.” 

You mentioned the Studebaker Hawk as 
being a “sometimes-ignored entry in the 
low-priced field.” Then you went on, com- 
pletely overlooking the ‘“always-ignored 
entry in the low-priced field” — the Checker. 

I honestly believe the Checker to be 
superior to all other 1961 U.S. cars. How 
about a road test on the only American car 
with a combination of economy, roominess, 
luxury and long life? 
Jack Scott Philadelphia, Pa. 


WHAT WON’T PEOPLE BUY? 

Your “Compact Wagons Test” (June 
MT) have finally egged me into comment- 
ing publicly on some of the idiocies that 
even reputable companies will commit solely 
in order to have a complete “line.” 

Certainly there is good reason for the 
really little cars to put the engine, with 
its noise and heat, in the rear, and the 
people farther toward the front, where the 
ride is better — and still not overload the 
front end. 

However, with cargo-type vehicles, how 
crazy can you get? Nothing over the front 
end, the cargo balanced over the back 
wheels, and the engine back of that to 
help cantilever the front end off the ground. 
Of course, as you say, it does help hatch 
the eggs in the grocery box. 

Please tell me — what won’t people buy? 
Earl E. Cress Westcliffe, Colo. 


JUST ANOTHER FALCON! 


Falcon Futura’s prestige? Glorified inte- 
rior? It’s just another Falcon coupe! 

The top looks like it was added as an 
afterthought, and not even a part of the 
Ford line — more Impala than Falcon. Did 
Ford get this top from the Corvair? 

This little car could have been in the 
class of the T-Bird —but not as it is. 
Buckets and consoles don’t put a car in the 
T-Bird lineup. The VW has buckets, but 
it's no T-Bird. Just what is Thunderbird 
about the Futura? 
Horace L. Johnson Denver, Colo. 


HAPPY COMPACT OWNER 


In your June issue Dick Hampton of 
San Antonio, Texas writes that he swapped 
a 1952 Cadillac for a 61 101-hp Comet 
and has been miserable ever since. 

I traded a 1958 Chevrolet Impala with 
the 250-hp engine for a ’61 Buick Special. 
I had forgotten how much fun driving 
could be. Since I drive over 20,000 miles 
a year, I have realized that Detroit finally 
came to its senses by providing a “right- 
size” car for the American motoring public. 

The smaller Buick gives me 16 mpg in 
town and 21 mpg on the highway. My 









































































Times Have Changed 





Never go over 30? Then, any rings will 
do. But if you stay up with today’s traffic you need 


rings designed for high performance. You need... 





Designed for TODAY’S engines! 


GRANT & GRANT / 241 NORTH WESTMORELAND AVENUE / LOS ANGELES 4, CALIFORNIA 


in Canada: Hickson Sales Co., Ltd., Toronto, Ontario 
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‘SPORTS CAR 
NEWS! 





Here and abroad — every bit of SPORTS CAR NEWS 
is brought to you — each month — with careful attention to the 
latest happenings. Up to the minute reports * Technical 
articles * Photo coverage * Complete coverage 
of all import cars * Comprehensive coverage 
of sport and competition cars in depth * Competition 
tuning * Track tests * Technical advice. 
Don't miss any exciting issue — subscribe now — 
12 issues for $5.00 


SPORTS CAR GRAPHIC is published by PETERSEN PUBLISHING CO., Publishers of HOT ROD, MOTOR 
LIFE, MOTOR TREND, CAR CRAFT, KART, ROD & CUSTOM, GUNS & AMMO, POWER BOAT and ‘TEEN 
Magazines. 


MT-961 


SPORTS CAR GRAPHIC Magazine 


5959 Hollywood Boulevard, Los Angeles 28, Calif. 


C] Bill me later for $5.00 (12 issues) 


(_] $5.00 enclosed —send me 2 extra issues— making total of 14 issues of 
SPORTS CAR GRAPHIC. 


catia sea tihticnitacy snips a natant deen a etl oa a tatiaaginal 


Address_ : pe ee 





Zone State 





ee ae 


12 MOTOR TREND/SEPTEMBER 1961 








Letters continuea 


Chevy with full power gave me 11 and 16 
—and this on premium fuel, compared to 
my Special’s regular. The little Buick drives 
better, handles easier and is superior all 
around except in the acceleration depart- 
ment — and she’s not too far behind here, 
either. 

My two associates drive a 1961 Corvair 
Monza and a ’60 Comet. They both turned 
in so-called full-size cars and have never 
been happier. 
Ken Hayashi Los Angeles, Calif. 
SOLD ON SIXES 

In your June issue Paul Di Pietra of 
Brooklyn suggests that Chevrolet shouldn't 
offer the six-cylinder engine in the Impala. 
His views on the Six in the Impala body 
may hold true back there, but I am sure 
that Detroit has a very large cross-section of 
the country to worry about. 

I now have a 1959 six-cylinder with 
Powerglide. I have owned a good many 
Chevy Sixes so far, and I am sold on them. 
I am pulling almost 3800 pounds around 
and averaging 22 to 23 mpg. 

Dan Spangler Rangely, Colo. 


We owned a 1955 Chevrolet until we 
traded it in on a 61 Chevy. The ’55 had 
a V-8 engine with a four-barrel carburetor 
—the ’61 has the “good old” Six. The ’55 
got only about 14 mpg, while our new 
car gets 18. Aside from gas mileage we also 
have an engine that requires less money 
to maintain. 

Even the term ‘““V-8” doesn’t mean much. 
The aluminum V-8’s on the new GM com- 
pacts have only 215 cubic inches, compared 
with 235 in the Chevy Six. 

I feel that a six-cylinder engine in one 
of the low-priced, full-size cars is a very 
compatible situation —and I don’t think 
I am alone in this opinion. 

John Schaefer Wauwatosa, Wis. 


MPG GAS GAUGE 

I see in your June issue (Letters) that a 
reader, R. Blagden, is interested in a gauge 
that shows gasoline consumption directly in 
miles per gallon when driving. 

May I pass on the information that the 
Svenska Aeroplan A. B. (SAAB) of Link- 
oping, Sweden has recently put on the mar- 
ket an apparatus of the kind referred to, 
graduated from five miles to 60 miles per 
gallon. 


Marcel Hoffman Brussels, Belgium 


In the 1960 Sears and Roebuck Company 
Automotive Supply Catalog there is listed 
such a gas mileage gauge. 

Also, I believe that there was at least one 
car on the market in recent years which in- 
corporated a gas mileage indicator as part of 
the car’s standard instrumentation. I am re- 
ferring to the 1957 Mercury Turnpike 
Cruiser. 

A “comeback” of such a gauge would be 
more than welcome by many gas-conscious 
drivers, including myself. 


Robert C. Rassa Towson, Md. 


THE REASON WHY 

Dean Parker’s recent article on the top 
speed of American automobiles seems to 
have caused quite a stir among your readers. 
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Being unbiased and somewhat qualified, I 
think I may be able to throw some light on 
the situation. 

I should, first of all, state that I agree 
with Parker’s calculations. Perhaps the big- 
gest problem is that people create in their 
minds the image of the little red sports car, 
and heaven forbid that it be surpassed by a 
big lumbering sedan! 

But the reason why the Ford has a higher 
top speed (it can’t match the Corvette in 
acceleration) is because of its gearbox and 
drive train. Since both the cars have rela- 
tively high first gear ratios (2.49 Ford, 
2.20 Corvette), relatively low rear axles 
(4.10 Ford, 4.11 Corvette) are needed for 
optimum acceleration. This inhibits top 
speed, but all a Ford driver has to do is flip 
the overdrive switch and he has a rear end 
ratio of around 3.35 — just right for high- 
speed work. 

I hope your magazine will in the future 
carry more fine articles like that of Parker’s. 
Robert G. Smith Euclid, Ohio 


“SHOWROOM CONDITION” — HA! 

I had to laugh when I read H. C. Herbst 
II’s letter (July issue) asking if any stock 
Corvette could match the speeds of the two 
1961 Fords recorded at Daytona. 

Does he really think those cars were in 
so-called “showroom condition?” Or, on the 
other side of the fence, might he believe 
that the Corvettes clocked at 150 mph at 
Le Mans last year were also in showroom 
condition? How innocent can he be? 

Just as an example, my 1958 Corvette, 
equipped with the 245-hp engine, manual 
transmission and the fastest rear end avail- 
able (3.70) could not do 100 mph as de- 
livered (after break-in). And my present 
car, a 60 Corvette, with the same equip- 
ment, won’t do better than 105 without a 
JATO assist. Yet both, according to the 
book, should do about 125 without red-lin- 
ing the tachometer. 

150 mph-plus from a Ford (or any other 
American car) in dealer-delivered condi- 
tion? Ha! 
B. Strauss Yonkers, N.Y. 

So-called “stock” cars that perform at 
Daytona and Darlington speedways are no 
more stock than the Corvette I ran at Bon- 
neville last year, at which time I established 
a new American sports car record of 159 
mph. 

It is my opinion that the Corvette as it 
is received by the dealer is the fastest 
American production car when compared to 
other makes in stock trim. 
James Vedenoft Los Angeles Calif. 

H. C. Herbst doesn’t realize the large 
choice of options available for the Corvette. 
With the proper options a Corvette will out- 
run a Ford on a drag strip, oval, or, by even 
more, on a road course. 
Jeff Bishop Bethel Park, Pa. 


CORRECT STROKE 
Being an auto mechanic gives one a 
sharp eye for obtaining information from 
various magazines. This can be used in 
various ways in the future, both for fun and 
profit. 
I especially enjoyed the article on the 
new Chevrolet 409 Super Sport (June 
continued 





‘Lest your 
sports car IQ! 


QUICK QUIZ BY QUAKER STATE 








3. What type of motoring event is going 
on here? 

HE symbol stands for the 
aan best engine life pre- 
server—Quaker State Motor Oil. 
In any car, in any kind of driving, 
Quaker State provides 
peak protection for your 
engine. Refined from 
100% Pennsylvania 
Grade Crude Oil, 
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2. What’s the name and vintage of this 
old classic? 





4. What does this symbol stand for? 


Quaker State is available most. 
everywhere—insist on it. For your 
nearest dealer’s name, call West- 
ern Union Operator 25. 

Answers: 1. Dunlop disc 
brakes. 2. 1932 Bugatti. 
3. A check point in a 
sports car rally. 4. The 
world’s finest motor oil. 


@QSORC, 1961 


QUAKER STATE OIL REFINING CORPORATION, OIL CITY, PENNSYLVANIA 
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THE LATEST IN SPEED 
SECRETS FROM THE 


HOT ane unnanint ANNUAL 


A Master Reference to provide you with 
scores of ideas you can use now— 
Speed Secrets that have helped to 
set national track and strip records. 


REND 


Book 
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OVER 100,000 ITEMS TO CHOOSE FROM 
No matter what make, year, or model of car you drive ... 
domestic, compact, foreign, sports, hot rod or custom .. . 
we have the part or accessory you are looking for included 
in our unequalled sclection. Regardless what your auto- 
motive needs may be, check J. C. Whitney's giant catalog 
first . . . now bigger and better than ever before. 


your AUTOMOTIVE NEEDS! 


Just Mail Coupon for My Giant 356 Page, 
100,000 Item, 1961 Catalog! 


7 
It’s FREE 
SAVES YOUS 50% 


It's ready for you... the world’s largest and most complete auto 
equipment buying guide catalog... the giant 356 page catalog 
that SAVES YOU UP TO X¥on ALL your automotive needs! It lists 
and illustrates thousands of 
truck, station wagon, hot rod, custom car, and dragster, as well 
as foreign and sports cars, and Model “A”, Fords. Everything for 
early models to brand-new 1961. models . . « 
selection ever offered anywhere! 




































arts and.accessories for every car, 


truly the greatest 


J. C. Whitney's catalog features tke latest in Hollywood and 
Custom equipment, new hi-speed and racing parts, speedy 
karts and “must” accessories, in addition to hard-to-find exact 
replacement parts for old and current models alike! Everything 
the car owner needs and wants, ready for “armchair” ordering. 
Buy direct by mail from Whitney and SAVE MONEY! Our 
tremendous buying power and huge volume enable us to cut 
prices to rock bottom. You actually save up to 50% and morel 
We stock over 100,000 items, ready for immediate shipment— 
with new, improved facilities to speed up service on every 
order. Buy with complete confidence—your satisfaction guar- 
anteed on every order or your money back! 


Just send us the coupon below for your FREE copy of our 
new 1961 catalog. Please enclose 25c in coin to help pay part 
of the handling and mailing costs (refunded on first $5.00 
order). Don’t delay—see what's new for 1961 in the automo- 
tive field in this bargain-packed, fully illustrated book. Send 
for your copy now! 





FREE catatoG courpon 


J. C. WHITNEY & CO. 

1917 (99) Archer Averive, Chicago 16, Ill. 
Please rush your giant 356-page 1961 Catalog 
describing world’s most complete line of auto parts 
and accessories — over 100,000 items at lowest 
prices. (Please enclose 25c to cover part of cost, 
which will be credited to you on first $5.00 order.) 
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Letters continued 


issue) but found one discrepancy that might 
be misleading. On page 39 you state that 
the bore and stroke of the 409 are 4.3125 
x 3.50, as opposed to the 348’s 4.125 x 
3.50. Yet in the 1961 Specifications on page 
79 you list the bore and stroke of the 348 
at 4.125 x 3.25 and the 409’s at 4.3125 x 
3.50. 
Art Rice Chandler, Ariz. 
The correct bore and stroke figures are 
those appearing in the Specifications Table. 


CORVETTE SIX 

To settle an argument, when did the Cor- 
vette stop using its six-cylinder engine? 

I contend that the Six was used up to and 
including the 1955 model. 
William D. Covell Los Angeles, Calif. 

You are quite right —the Corvette dis- 
continued its six-cylinder engine after the 
1955 model. 


HOTTEST COMPACT 

In a recent issue you state that the Dodge 
Lancer Hyper-Pak is “probably the least ex- 
pensive to buy or own of cars that are com- 
parably hot.” 

I feel that if MOTOR TREND were to 
test a Studebaker Lark two-door sedan with 
the Power-Pak V-8, manual transmission 
and 3.54-to-1 rear axle, you would then be 
testing the hottest compact car, bar none. 
The performance of the Lark would surpass 
that of the Lancer in every respect. 

In the Lark you would obtain flat floors, 
something forgotten in this day of low cars, 
and superior workmanship by far — just to 
mention a very few of the many advantages 
of the Studebaker Lark. 
Bob Palma Paris, Ill. 
WHOLESALE PRICE LIST 

I am in the market for a new car and feel 
I can bargain from a sounder position if I 
know the dealer’s markup. 

I understand there is published a listing 
of wholesale prices on new cars and acces- 
sories. Can you advise me of a source from 
which I can purchase such a list? 

Thelton D. Beck Tucson, Ariz. 

There is no such list published. The 
dealer markup varies from car to car— 
generally between 20 and 25 per cent. 


ACCENT ON SPEED 

It seems to me you are more interested 
in how fast a car will get to 60 than in how 
it is built. 

In your fine magazine you have lots of 
fine pictures of engines, but when you must 
run a photograph of an interior, you run 
the smallest you can find. 

How about more articles on construction 
and less on how fast we can make an auto- 
mobile go? 

We are sitting over here in Japan, and 
your magazine has a great influence on what 
kind of car many of us buy when we return 
State-side. 

Let’s drive slow and see our beautiful 
country — not see how fast we can dig our 
grave! 

S/Sgt Albert L. Teilebein APO 929 
PROUD OWNER 

We noticed with much interest the men- 
tion of the Cadillac V-16 town sedan by 
Robert J. Gottlieb in your June issue. 
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I purchased this same sedan last Septem- 
ber from Glen Kobow, of Lebanon, Oregon. 
We are currently in the process of minor 
restoration, but basically, this automobile is 
in as nice a condition as shown in the 
picture. 

Thank you for running this picture of a 
truly fine classic. 
Robert C. Kennedy Medford, Ore. 


DOESN’T MAKE SENSE 

According to your Specifications Chart, 
the Ford weighs 3683 pounds, against the 
Thunderbird’s 3958 —a difference of 275 
pounds. The T-Bird is heavier, and yet it 
has only 300 hp and a compression ratio of 
9.6-to-1, compared to the regular Ford’s 
375 hp and 10.6-to-1 compression ratio. 

What is Ford Motor Company doing — 
lowering the Thunderbird’s horsepower by 
75 and adding 275 pounds to its weight? 
I wouldn’t want a T-Bird if it didn’t have 
more horsepower than its less expensive 
brother. Doesn’t Ford want to sell its fine 
product? 

Richard C. Helscher Fort Eustis, Va. 
FIRST V-8 

Recently I heard a TV commercial which 
made this statement: “Oldsmobile was the 
pioneer in the V-8 engine.” 

I don’t believe this is true. I read in an 
encyclopedia that the first V-8 was intro- 
duced in 1914, but it didn’t say which car. 

Could you please tell me which car did 
have the first V-8? 

Mrs. Herbert G. Johnson 
It was Cadillac — in 1914. 


Rockford, Ill. 


STUDEBAKER FAN 

I wish to thank you for the write-up you 
have given the 1961 Studebaker Hawk in 
your June issue. 

I have been an ardent owner of four 
Studebaker Hawks, from 1954 through to 
my present 1959 Hawk. Personally I think 
they are one of the finest cars on the road 
today, giving the best performance, econ- 
omy and durability for the price. 

There should be more publicity given to 
this car. 

Harry E. Keefer Reading, Pa. 


WHAT’S WRONG WITH A USED CAR? 


When it comes to the small foreign cars, 
I say, “If you’re going to buy one-third of 
a car, you should pay one-third of the 
price.” 

For the same price that is asked for one 
of the small imports with the old-type “H” 
floor shift, hand choke and rear windows 
that do not even open, you could buy a good 
American used car. 

Maybe if you are unlucky — and I mean 
real unlucky — you may find an old used car 
with a hand choke; but you will surely find 
rear windows that open. 


R. Titolo Plainedge, N.Y. 





ANSWERS TO CAR QUIZ 


1. 1960 Chrysler. 2. 1958 Ford. 3. 1956 Chev- 
rolet. 4. 1957 Hudson. 5. 1958 Cadillac. 
6. Duesenberg Model J. 7. 1959 Edsel. 
8. Mercedes-Benz 300-SL. 9. 1957 Stude- 
baker Silver Hawk. 




















Now You Can Get 


—Collinite Wax . 


.-- choice of the Pro’s 






















Bake it in the sun. Slam it through dust, mud, sleet, salt, alkali. 
Collinite keeps its first-day glow, even after repeated washings. No 
wonder it has been the favored wax of professionals for fifteen years. 


Collinite produces a deep, high lustre with unusually tough, hard-wax pro- 
tection. Goes on faster, with less ‘elbow grease.’ Lasts longer—retains a 
clear, gem-like, color-true brilliance. Fine on import and special finishes. 







Once a year waxing is here. If your local dealer cannot 
supply you, send your check or money order to Collinite 
Chemical Co., Dept. MT, Utica 4, New York. 


Backed by over 55 years’ automotive experience. 











































Collinite Prewax Cleaner (liquid 1-pint can) $1.25 
Collinite Chrome Wax—removes, prevents rust (8-0z. can) 1.18 


Collinite Doublecoat Wax (paste, 7-0z. can) 2.50 
Postage Prepaid 




















You'll love this roomy, road hugging 4-door Bluebird Sedan. Squeezes 
33 mpg. from its powerful, new 60 h.p. engine with full synchromesh 
transmission. Its heavier weight gives a big car ride on the highway, 
yet for city driving it turns in a 16 foot radius. DATSUN costs hundreds 
of dollars less fully equipped. Includes WSW tires, fresh air heater and 
defroster, vinyl interior, etc. Its standard American parts make it easier, 
less costly to service! Write NISSAN MOTOR CORP. in U.S.A. 137 E. 
Alondra Boulevard, Gardena, California for literature and dealer name. 


4-DR. STATION WAGON 1% TON PICKUP 4-SEATER SPORTS CONVERTIBLE 
















PRODUCT TRENDS 





A COMBINATION tissue dispenser and litter 
container is now available through dealers 
for all Chevrolet passenger cars. It is easily 
installed on the transmission tunnel by two 
adhesive strips. Raising the lid reveals the 
litter container. 


STARLITE ELECTRONIC CO. has developed a 
portable brilliant flashing light for use 
during an emergency. Sold as a tri-pak, with 
two flashing and one steady-burning work 
light. Write Starlite, 11319 Vanowen St., 
North Hollywood, Calif. 





NEW TRI-RAM intake manifold for 1960-’61 
Dodge Dart, Plymouth, Valiant and Lancer 
is designed to provide equal-length intake 
for all three carburetors. Full price, includ- 
ing linkage kit, is $75. Write Nor Cal, 
P.O. Box 1928, Stockton, Calif. 
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RE-SETTING distributor points is simple 
operation with new Cam-Dwell Indicator. 
Battery operated, unit has a calibrated and 
illustrated dial for portable use. Write The 
Arnold Manufacturing Co., 610 E. North 
Ave., Westfield, N. J. 





NEW SUPERCHARGER KIT is now available 
for the 1961 40-hp Volkswagen engine. 
An increase of 45 per cent more horse- 
power delivered at the rear wheels is guar- 
anteed. Write Judson Research and Manu- 
facturing Co., Conshohocken, Pa. 


NEW MOON CATALOG contains a complete 
line of all special dragster, chassis, marine 
and speed equipment. Not only Moon prod- 
ucts, but all manufacturers are represented. 
Price, $1, refunded on first order. Moon 
Equipment Co., Santa Fe Springs, Calif. 





“SUPER TACH” features a manually-set speed- 
shift indicator. Setting indicates correct rpm 
at which to shift for optimum high-speed 
performance. Price, $23.95 complete and 
ready to install, from Almquist Engineering 
Co., Milford, Pa. 








TRANSMOBILE MARK 2 is a standard radio in 
the car, operating off the regular battery. 
For portable use it operates-from four pen- 
lite batteries. Price, $69.95, includes lock. 
Write Jackson’s Mail Mart, Suite A, 533 
Grand Ave., Leonia, N. J. 





BLUEPRINTS and specifications for hopping 
up Corvair engine are available from Bill 
Thomas, P.O. Box 4127, Catalina Station, 
Pasadena, Calif. Includes modifications to 
carbs, valves, ports, chambers, exhaust, 
valves, etc. Price, $5. 
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CUSTOM-CRAFTED GLASSES by Rolley of 
France are made of organic glass. Feather- 
weight design protects eyes from dust and 
sunlight coming from any angle. Write 
Vilem B. Haan, Inc., 10305-15 Santa Mon- 
ica Blvd., Los Angeles 25, Calif. 


NEW PRESTONE Wash and Wax car sponge 
by Union Carbide is designed to simul- 
taneously wax as the car is washed. Good 
for acrylic and super enamel finishes. The 
sponge contains detergents, silicones and 
waxes. Sold at many stores for $1.49. 


NEW ALMQUIST “Straight H” Speed Shift 
has a straight-line “trigger action,” insur- 
ing positive, fast shifting for all popular 
cars. Guaranteed for lifetime of car on 
which it is installed. $19.95 from Almquist 
Engineering Co., Milford, Pa. 


get more 


GETUPANDGO 


clean your carburetor /¢ 


with ! CUMOUT 


equy elem ng 
YRETOR CLEANER 


The gum that builds up in your 
carburetor causes sputtering 
starts, sluggish pickup, rough 
idling. GUMOUT cleans your 
fore} olela-3 Colmar Asllicm Zee me lana 

gives you easier, faster starts, 
restores full speed and power 
C1UI/(OLOm Mant-llale-liat-mel-t-L a elie 
formance and saves on gas 


bills, too! 


a 
"5 carbureto!s 


THE ENGINE 
Varnish and 7 


Sold at most service stations 
and auto supply stores 











ON THE ROAD! 


ae 
CHROME LAKES PIPES 
AND SIDE PIPES! 


YOUR CAR A “STANDOUT”’ 


with these sleek chrome customizing 
accessories. Lakes Pipes are actually func- 
tional for competition — boost power output 
with direct exhaust escape. Easily replace- 
able Blocking Plates provided for normal 
driving. For elegant custom appearance only, 
install Chrome Side Pipes in place of con- 
ventional tailpipes. 


YOUR FAVORITE DEALER has the complete line 
of Kits and easy-to-follow, illustrated instructions 
— see him nowl 


MUFFLER DIVISION 


Dept. MT-9, 5310 W. 66th Street, Chicago 38, Illinois 


HEM 
INSTALL O yRSELF! 


Easy to do with complete 
Mounting Kits for every car. 

LAKES PIPES KITS 
in 4 sizes — 14” - 18” - 31” 
- 87’ complete with Block- 
ing Plates 

NEW SNEAKER PIPES 
Not visible when installed 
(not chromed) 

SIDE PIPES KITS 

5 sizes from 20” to 93” Full 

Rail Size with exclusive Ad- 
justable Tips 


NAA 








Amid this season’s rumors of 
changes and additions for the coming 
year, one very important piece of tech- 
nical speculation centers about the 
demise of the Chevrolet Turboglide 
transmission. Authoritative reports in- 
dicate that a new beefed-up version of 
the older Powerglide automatic will be 
offered as a replacement for the unit. 
Reason given for the withdrawal is the 
very high cost of Turboglide produc- 
tion. 


The smoke screen around Ford's sub- 
compact, the Cardinal, gets thicker every 
day. Latest conflicting rumors: The car 
has already begun production in Europe; 
production has been delayed until the fall 
of next year; nearly all parts will be made 
abroad; foreign contracts have been can- 
celed and dies returned to the States. The 
best estimate at this time would peg the 
little car for U.S. debut in the spring of 
1962, with production carried on on both 
sides of the Atlantic. 


The old De Soto name isn’t really 
dead. Spotted on the docks of New 
Orleans a few weeks ago was a large 
shipment of De Soto taxicabs being 
prepared for delivery to Bogota, Co- 
lombia. The famous trademark is also 
being used on a number of Chrysler- 
built trucks for export. 


Of all the U.S.-built cars sent out of 
the country for foreign sale this year, 
nearly half were of compact dimensions. 
This interest in our smaller cars is a big 
reason behind the development of the 
new sub-compacts by Ford and Chevrolet. 


The Chrysler Corporation is clean- 
ing house and getting its organiza- 
tion into battle trim. Latest move is 
the complete union of the Chrysler- 
Imperial and Valiant-Plymouth opera- 
tions into one sales division. Chrysler 
now has only two basic car divisions, 
Chrysler-Plymouth and Dodge. C. E. 
Briggs, former head of the Chrysler- 
Imperial group, is general manager of 
the new division. 


The second version of the Cornell- 
Liberty Mutual safety dream car has 
some very interesting innovations. Among 
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the new features are shoulder harnesses, 
capsule chairs, flexible steering shaft, rec- 
tangular steering wheel, two-wheel emer- 
gency braking and an alerting system to 
awaken a sleeping driver. Not just play- 
things, these Survival cars have been re- 
sponsible for some important safety 
engineering in the past and can go even 
farther with greater public interest. 


The average horsepower for 1961 
U.S. cars was approximately 175 hp. 
This was a drop from 188.2 in 1960. 
Most sources see a definite upswing in 
the figure from 1962 on. Optional 
high-performance engines will be 
treated with more importance, and the 
addition of new Sixes and V-8’s in the 
compact field should do much to raise 
the overall average. 


Ford's sealed lubrication points in 1961 
have resulted in such a well-received low- 
maintenance selling point that a few 
other manufacturers have their eye on 
the feature for 1962. Most prominently 
mentioned are Plymouth and Dodge, who 
will supposedly have even their compact 
Valiants and Lancers so equipped. 


The few who have seen the new 
Studebaker Hawk for 1962 have re- 
turned expressing absolute amazement 
that the company’s new president, 
Sherwood Egbert, was able to push 
through such a major project in such 
a short time. The sporty new car has 
all of the flair of a European Thunder- 
bird. 


Most of the auto manufacturers are 
having second thoughts about aluminum 
engine construction. The only maker that 
seems to be going deeper into the field in 
the coming year is American Motors. 
Rambler is completely satisfied with its 
unit and is planning even greater pro- 
duction in 1962. 


Second thoughts about the con- 
sumer’s high insurance bills is respon- 
sible for the reduction of windshield 
size in most new cars. The manufac- 
turers reviewed the insurance surcharge 
rates for their cars with large glass 
areas and realized that this form of 
styling was imposing a hidden burden 
upon the buyer. Their decision to cut 
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down is evident in the 1962 models. 


Many may think that bucket seats are 
just a fad, but latest sales figures indicate 
that they are a mighty popular item with 
the buyer. By the time the 1961 model 
year closes, it is estimated that more than 
a quarter of a millon cars equipped with 
the deluxe buckets will be sold. 


In 1962 the middle-price field of 
cars will become almost the exclusive 
property of General Motors. Mercury 
is moving more to the standard size 
and price, and the Dodge Polara will 
become more of a specialized luxury 
car. The only other name in the field 
besides GM’s Buick, Olds and Pontiac 
will thus be Chrysler. 


Since all of the ’62 cars will have at- 
tachment points for seat belts, the biggest 
problem for the safety engineers is to 
make people wear the devices. An inter- 
esting plan has been announced by Chrys- 
ler and Imperial. They will offer a special 
warning light that will blink red until all 
of the belts in the car have been fastened. 


American Motors has just made ar- 
rangements with a Willys Motors 
affiliate to begin Rambler production 
in Argentina next year. Industrias 
Kaiser Argentina will assemble the 
AM compact in addition to their cur- 
rent output of Jeeps, Kaiser Carabelas 
and Renault Dauphines. This move is 
just one of many expected in Ameri- 
can Motors’ plans to sell more prod- 
ucts abroad. 


Station wagon enthusiasts are noting 
with great interest a current display at the 
Ford Rotunda in Dearborn. A new dream 
station wagon, the Palomar, features an 
elevated rear seat, sliding convertible top 
and a windshield at the roof opening, It’s 
just about time for some real _ break- 
throughs in station wagon design and this 
car could foretell quite a bit. 


President Kennedy has just taken 
delivery of a very customized Lincoln 
Continental for official use in Wash- 
ington, D.C. The new and longer car 
replaces the 11-year-old bubble-top 
Lincoln that was the Presidential town 
car. 
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Just a few weeks ago the Ford Motor 
Company was secretly working on a com- 
pany-sponsored nationwide go kart com- 
petition contest for youngsters. To try 
out the idea, a special “sport kart rally” 
with 2500 contestants was staged in 
Miami, Florida. Competition centered 
about the demonstration of safety tech- 
niques in handling the small karts. By 
crowd reactions the event was a success, 
but Ford officials finally decided against 
similar contests across the nation when 
the National Safety Council opposition 
loomed large and overall costs appeared 
staggering. 


The ultimate in making the cus- 
tomer comfortable has been inaugu- 
rated by a Volkswagen dealer in Al- 
bany, California. Customers of the 
service department may wait for their 
cars either in an outdoor patio, a res- 
taurant or a barber shop! 


Talk about dream cars... the Defense 
Operations Division of Chrysler Corpora- 
tion has designed a new car for travel on 
the moon. The six-wheeled vehicle has 
engines in its axles and is capable of roll- 
ing or walking over the unknown terrain 
of the moon. 


There’s still quite a bit of doubt ex- 
pressed in Detroit about the future of 
the gas turbine as tomorrow’s auto- 
motive powerplant. Many feel that this 
engine is just basically too much for 
a normal car. As one engineer put it, 
“Who needs 16,000 rpm to go down 
to the drug store?” 


Chevrolet's Impala Super Sport (see 
road test this issue) may be met by a 
direct competitor from the Ford stables 
this fall. Reports are that a special Gal- 
axie, the 1000, with deluxe trim, special 
seats, tachometer and four-speed shift 
will be offered to the hot stock fan. 
Teamed with Ford's 401-hp V-8, this new 
drag contender will do nothing but add 
many more hot coals to the roaring 
Chevy-Ford competition. 


Chrysler Corporation engineers are 
not saying anything, but a twinkle in 
their eyes indicates that their hopes 
are very high for their offspring of 
1963. There are reports of radical new 
versions of the Valiant and Lancer in 
another year and their novelty will ex- 
tend to both styling and basic design. 


The sealed cooling system, long a 
dream item of the auto industry, will be 
offered as a standard item on a new car 
within the coming year. The only real 
surprise: this feature will appear on a 
low-priced import, not a U.S.-built auto. 


An interesting merger in the wind 
is being discussed in West Germany. 
Borgward, the long-rumored victim of 
financial troubles, might well be taken 
into the B.M.C. fold. Such a marriage 
could result in some very interesting 
new cars from Europe. 





REMOVABLE HARD TOPS 
& DOUBLE SLIDING SIDE PANELS 





Porsche thru 61 





A. Healey thru 56 





Double sliding Sunbeam Alpine Top Corvette top MGA thru 61 
cwecee i -:, ORELOOS _., available for all models 

PRICED AS FOLLOWS: | k eae ae com meres 
/ j i op and sliding side panel units available for the 
A/H Sprite ...... $54.70 Triumph ......... $76.43 | SPRITE, MGA. TRIUMPH. MG-TD. and. TF, JAGUAR, 
Porsche ......... $54.70 Jaguar .......... $76.43 | PORSCHE and’ AUSTIN-HEALEY thru 56 at unit price. 
Tops not requiring side panels available for the 
A DOF cscs $61.02 MG TD & TF ..... $76.43 | JAGUAR XK-150, AUSTIN-HEALEY 57-61, ALFA ROMEO, 
ALPINE SUNBEAM, FIAT, THUNDERBIRD, and ali 

WOE oe cn cece $61.02 | prt sports cars. 
GUARANTEED FIT, and all weather protection. Prompt 

Protective GENS) GOVT .0.occccccesccsaviecsecs $ 8.00 4 deliveries. 


SPECIFY MODEL AND YEAR OF CAR when writing for free brochure, on tops or panels. 
50% on order — Balance C.O.D. 
Dealers Inquiries Invited 
Write for our new prices and designs for 1961. 


PLASTIC DYNAMICS SALES CORPORATION 
Engineers & designers of reinforced plastics 


432 E. Weber Ave., Compton 2, California NE 6-4460 
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“...@ can of garbanzo beans, a pound of ground round, two 
chili peppers and...oh, yes...drive by the service station > 
and have them run a can of Mac’s Cooling System Cleanser* 





through the radiator.” 


*Mac’s Cooling System Cleanser unclogs clogged car cooling 
systems fast. A single flush does the job... helps metal resist 
corrosion. Most service stations carry Mac’s. 
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Also amazing distant hearing amplifying feature $15.95 
New all-transistorized RANGERHORN amplifies voice to 1000 ft. Boating, camp leaders, scout- 

masters, football, baseball coaches, cheerleaders, fairs, picnics, construction -complete public complete w/batteries 
address system. With simple instructions, RANGERHORN can also be used to hear distant sounds 
and voices beyond normal earshot. Weighs 2 Ibs., 102” long. Replaces $60 to $125 instruments. 
et quality, molded body and grip, microphone, speaker. latest printed circuits, all transistor. 

U.S..made, standard batteries. 10-day unconditional money-back guarantee 

TO ORDER: Enclose check, cash or money order. $2 deposit for C.0.D. Calif. resid. add 4% state 
tax. Dealers inquire 


ELECTROSOLIDS CORP. 13745 Saticoy Street, Panorama City 26. Calif 
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A FAMILY CAR that is really a racing 
machine probably best describes Chev- 
rolet’s latest contribution to the high- 
performance field. Though some family 
men may drive 409 Super Sports to and 
from work, the car admittedly wasn’t 
built for this purpose; however, such 
use will help qualify it for an important 
purpose, NASCAR racing. 

NASCAR, the sanctioning body that 
formulates the rules governing stock car 
racing, is partially responsible for the 
form of the “409” we tested. One of the 
prime limitations this association imposes 
explains the use of a single four-barrel 
carburetor instead of a more exotic layout. 
For this reason, the casual observer would 
see nothing unusual about the engine 
compartment. Most people would just 
assume that it was a conventional 348- 
cubic-inch engine. 

Externally, the only clues to the charac- 
ter of this car are three little double-S 
medallions, one on the skirt of each rear 
fender and one near the keyhole of the 
deck lid. Except for these labels, our 
Impala test car looked like any other 


rendering of Chevrolet's classy-looking 
two-door hardtop. The well-appointed in- 
terior even lacks clues that could reveal its 
true nature. A back seat passenger actually 
sees nothing abnormal unless he leans 
forward and peers into the cockpit. A 
floor-mounted four-speed gearshift lever 
and a steering-column-mounted tachometer 
are the only evidence of what lies forward 
of the firewall. 

The existence of a standard 120-mph 
speedometer, a conventional Chevrolet in- 
strument, seems anomalous since the vehi- 
cle is capable of “pegging” the meter. This 
is really quite a turnabout, because most 
meters exaggerate the capacity of the vehi- 
cles they adorn. A definite deficiency in 
the instrument department is the lack of 
an oil pressure gauge. It is doubtful that 
many drivers will want to race one of 
these machines on an oval track with 
nothing but a red warning light to tell 
whether the oil pump is doing its job. 

Since high-speed track racing is the 
incentive behind the creation of the “409,” 
the rear end gear ratio on delivery is 
3.36-to-1. This gear-set is not best for 


\4-mile drag racing, so after thoroughly 
testing the car with the as-delivered ring 
and pinion, the ratio was changed to 
4.56-to-1, and another complete test was 
run. Anyone intent on buying a “409” 
Super Sport for drag racing must be 
prepared to make a gear swap after the 
car is delivered. They cannot be ordered 
from the factory with anything but the 
3.36-to-1 gears. 

Over 500 miles of driving with each 
gear-set demonstrated quite graphically 
that the numerically smaller ratio can be 
quite satisfactory unless ultimate per- 
formance is desired. The man who’s buy- 
ing a high-performance family car will 
be much happier with this ratio. The 
larger ratio, except when used at the drag 
strip, only succeeds in “splitting hairs.” 
Of course, dropping the 0-to-60 time 
from 7.8 to 7 seconds flat will probably 
be considered a rather “wide hair” by some 
enthusiasts. Our test showed a whole sec- 
ond faster in the 0-to-45 range with a 
5.8 versus a 4.8 second time for the 
4.56’s. 

continued 


HOT IMPALA SS 


ie 


Put the big 409-cubic-inch 
engine into the new Super 
Sport package and you 
have one of the hottest 
test cars of the season. 
MT checks it out from its 
design features to its drag 
strip potential 


The 409 engine looks just like a 348 
from the outside. Under the peeling 
paint an aluminum intake manifold 

one can jind its true identity. 











CHEVY’S HOT IMPALA SS continued 


The comparative acceleration times, 
though interesting, are not a true yard- 
stick with which to compare the merits of 
the gear switch. When tested with the 
standard rear end, the low initial torque 
of this engine coupled with the 2.54-to-1 
first gear ratio caused the engine to actually 
bog down after the clutch was engaged. 
At the other extreme, with the clutch 
engaged and the car idling along at 15 
mph in first gear, the 4.56’s were responsi- 
ble for wheel spin when the throttle was 
floored. If special tires instead of the 
stock low-profile 8:00 x 14’s had been 
used, there would have been a startling 
difference in performance. 

When appraising the car’s personality 
with the two sets of gears, it is necessary 
to go a bit further than acceleration charac- 
teristics. This became very apparent after 
the 3.36’s were removed. Before the gear 
switch, highway and freeway driving, in 
addition to appearing seemingly effortless, 
provided an engine noise level so low that 
it compared favorably with a conventional 
machine. Engine noise only became ap- 
parent when adjacent to a reflecting sur- 
face. The higher engine rpm’s resulting 
from the gear switch increased the ampli- 
tude of the engine’s many noises to such a 
degree that drivers often checked the gear- 
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shift lever to make sure it was in fourth 
instead of third. 

Though the 4.56’s may have been 
slightly annoying while cruising at highway 
speeds, they did make the car easier to 
drive in traffic by making it unnecessary 
to shift as often. In order to fully under- 
stand why less gear changing was neces- 
sary, we must look at the valve timing 
for a moment. The cam that appears in 
the “409” is the most radical of any ap- 
pearing in a Chevrolet product — it has 
an overlap duration of 85 degrees. The 
intake valve actually opens 59 degrees 
before the piston finishes the exhaust 
stroke, and the exhaust valve closes 26 
degrees after top dead center. Keeping 
these two valves open simultaneously for 
so long a period of time causes consider- 
able exhaust dilution of the fresh charges 
entering the cylinders at partial throttle, 
so a slow idle is impossible. Although 
the engine will idle at 750 rpm, it will 
not pull smoothly under 1500 and is 
“happiest” when operated over 2,000 rpm. 

When viewing the fuel consumption 


Front suspension also uses higher- 
rate springs and heavy-duty 
shocks from police running gear kit. 





figures obtained during the test, we again 
find that a relationship between cam tim- 
ing and the gearshift lever must be con- 
sidered. Due to the engine’s reluctance 
to operate at low rpm, the transmission 
was operated in the lower gears while 
negotiating traffic. While the 3.36-to-1 
rear end was used, the car couldn’t be 
driven in fourth gear unless a speed of 
more than 40 mph was maintained. How- 
ever, since a little more than half of the 
driving was on the freeways, which al- 
lowed the continual use of fourth gear, 
the lower engine rpm resulting from the 
smaller rear end ratio produced slightly 
better gas mileage — 10.7 mpg versus 9.6. 
High compression is generally associated 
with better gas mileage, because it is a 
well-known fact that it improves thermal 
efficiency. This naturally gives rise to the 
question, what does the 11.25-to-1 com- 
pression ratio do for the “409’s” economy 
of operation? Obviously it doesn’t do 
what would be popularly expected of it. | 
In order to understand why this is so, we 
must again look at valve timing specifica- | 
tions. 
Although the compression stroke is nor- 















Rear suspension is fitted with 
extra-long, heavy-duty shock absorbers 
and stiffer police-option springs. 
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Optional sintered iron brake linings are a part of the 
409’s running gear kit. Note the fine honed finish 
on the inside of the brake drum, which prevents squeal. 


mally thought of as starting the instant 
the crankshaft passes bottom dead center 
and starts to push the piston upward, the 
106-degree late closing of this engine’s 
intake valves prevents actual compression 
from taking place at low rpm until the 
piston has moved a considerable distance 
upward. At high rpm the situation changes, 
because inertia ramming causes fuel mix- 
ture to continue entering the cylinder 
even though the piston is apparently try- 
ing to pump it back into the intake 
manifold. The resulting improved breath- 
ing at high rpm is partially responsible 
for this engine’s outstanding performance 
in the 5,000-to-6,000-rpm range. 

Another factor, or maybe we should 
say lack of a feature, contributes to fuel 
consumption when the car is driven con- 
servatively — the lack of a distributor 
diaphragm. This useful little device is left 
off the distributors of many high-perform- 
ance machines produced in the U.S. today 
because of the high cost of building a 
satisfactory mechanism for high-rpm 
operation. A diaphragm is absolutely un- 
necessary when an engine is operated at 
full throttle, whether at 1,000 or 6,000 
rpm, but whenever it is running at par- 
tial throttle, the extra advance provided 
by this vacuum-controlled device improves 
efficiency. 

In addition to reducing gas mileage, the 
absence of a diaphragm revealed another 
effect when the quarter-mile tests were 
made. Each time we took the car to the 
Lions Associated Drag Strip, this phase 
of the testing was preceded by 25 miles 
of cmservative freeway driving. These 


partial-throttle trips would cause enough 
carbon, in the form of soft soot, to be- 
come deposited on the spark plug insulat- 
ors so that the first couple of runs would 
be inferior to later efforts. This light 
fouling of the plugs, though it caused a 
pronounced high-rpm miss for one or two 
runs, would clear up and allow consistently 
good runs thereafter. 

Pro drag racers avoid this difficulty 
with high-performance machines by either 
towing the car to the strip or changing 
plugs on arrival if the car must be driven. 

Our first quarter-mile test was made 
with the 3.36-to-1 rear end ratio and 
quickly proved that it wasn’t the gear 
for drag racing. Many bystanders thought 
we were mentally retarded for even mak- 
ing an attempt. Of course, the engine 
bogged down in first gear, as it did in the 





The flywheel housing, transmission housing and the 
transmission tail-shaft housing are all made 
of aluminum. Pencil points out area of removed paint. 


low-speed testing. At the quarter-mile 
marker, the transmission was still in third 
gear, with the engine taching only 5,300 
rpm. The speed at the end of the quarter 
was electronically timed at 94.24 mph 
with an elapsed time of 15.31 seconds, 
despite the gearing handicap. Mickey 
Thompson, who manages the Lion’s Drag 
Strip, took it through the lights a couple 
of times. Mickey bettered our time by 
one-tenth of a mile per hour and dropped 
the ET by .06 of a second. 

After switching to the 4.56-to-1 gears, 
leaving the starting line required judicious 
use of the throttle to avoid excessive wheel 
spin. After travelling about 75 feet, trac- 
tion was no longer a problem and those 
409 cubic inches really made themselves 
felt. This time the tach read the same at 
the finish line as it did with the other 
gears, but the transmission was in fourth. 
The clocks recorded a speed of 98.14 mph 
and an elapsed time of 14.02 seconds. 
Since we were running into a head wind 
the potential of the car was reduced be- 
tween 114 and 2 mph. Better tires would 
have been a help too, but to become a 
record-breaker more horsepower would be 
necessary. 

The simplest way to boost the power 


Thumb and forefinger span the width 
of the pinion yoke on the 409’s 
heavy-duty universal joint. 
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Cockpit looks that of a conventional Impala, except for the four-speed gear- 
shift lever on the floor and the Sun tachometer mounted on the steering column. 


CHEVY’S HOT IMPALA SS 


of our test car would have been to switch 
carburetors. Though the AFB letters that 
appeared on the float bowl usually create 
the impression that this is Carter’s biggest 
carburetor, it was not true in the case of 
the test car. We were probably provided 
with the smaller of the carburetion options, 
so that inexperienced drivers wouldn't 
complain about poor throttle response 
when flooring the pedal at low rpm. 

Profile views of both carburetors look 
the same, except that fuel enters the float 
bowl at two points on the big one. Look- 
ing down the throats, the two are easy to 
identify; the smaller one reveals a much 
bigger difference between venturi sizes of 
the primaries and secondaries — 1.25 
inches and 1.56 inches, respectively. The 
bigger carburetor has primaries that are 
1.62 inches in diameter and secondaries 
that measure 1.68 inches— only one- 
sixteenth of an inch difference between 
these two makes them look nearly the 
same. 

Regardless of which carburetion op- 
tion may appear on a “409” at delivery, 
the large aluminum intake manifold is 
the same. The fact that they are aluminum 
may not be readily apparent, because they 
are painted red for some elusive reason. 
Since there is no base coat on the alumi- 
num, it will eventually peel off and later 
prevent anyone from mistaking the large- 
passage lightweight unit for the internally 
smaller cast-iron part used on the various 
348-cubic-inch Chevrolet engines. 


As might be suspected, the “409” is a 
bored-and-stroked version of the 348- 
cubic-inch engine. It is not made from the 
same block casting but is cast with a dif- 
ferent water jacket core, so that the cylin- 
ders can be bored Y-inch larger without 
making the walls thinner. A stroke 4- 
inch longer than that of the "348" engine 
accounts for about half of the 61-cubic- 
inch difference in displacement. 

Instead of moving the wrist pin 1-inch 
closer to the crown of the piston to com- 
pensate for the longer stroke, as is the 
custom in hot rodding circles, Chevrolet 
chose to use '%-inch-shorter connecting 
rods. This has definite advantages over 
the former system. The pistons are not 
of the autothermic design used in conven- 
tional Chevrolet engines, but are solid 
skirt racing types. They are not die-cast 
as are conventional parts but are made by 
an impact extrusion process often referred 
to as forging. The aluminum alloy used 
in this process and the densification that 
results from the high impact pressure that 
forms these pistons, makes them much 
stronger than die-cast types. 

Solid skirt pistons, unlike the more 
common autothermic type, expand and 
contract considerably as they heat and 
cool. Because of this size change with 
variations in temperature, piston clatter 
is heard in the engine, in addition to 
the noise made by valve lash. 

In addition to the powerplant applica- 
tions of aluminum, this light metal is also 


found in the power train. The flywheel 
housing and the complete case of the 
four-speed transmission both employ this 
material. 

Although the four-speed gearbox is pat- 
terned after the unit used successfully for 
some time in Corvettes, it wasn’t. quite as 
easy to shift. It, too, mounts the shift lever 
on the tail shaft housing of the transmis- 
sion and employs rod linkage to the levers 
on the side of the transmission case 
proper. Not having a reverse lockout like 
the Corvette, there is occasionally some 
doubt in the selection of first gear, since 
reverse is adjacent to it. 

Aside from minor difficulties with the 
shift lever, no other problems were ex- 
perienced in the manipulation of controls. 
The power steering and power brakes 
both performed very well and made the 
car easy to control. The brakes were espe- 
cially good and behaved very well after 
numerous stops from high speed. Later 
we found out why, instead of using con- 
ventional asbestos brake lining, the shoes 
were fitted with segments of sintered iron 
similar to the type used in racing Cor- 
vettes. Squeal, formerly associated with 
sintered iron linings, never became ap- 
parent. Possibly this is because the drums 
used with these shoes are honed to a 
mirror finish instead being merely ground. 

Cornering ability and high-speed stabil- 
ity were both better than are experienced 
in a standard Chevrolet, thanks to the 
inclusion of a complete Police-option 
under-carriage. The stiffer springs and 
heavy-duty shock absorbers that are a part 
of this RPO Number 1108 make the ride 
a little rougher, but the added safety is 
worth the sacrifice. A heavier torsion-type 
stabilizer bar is also a part of the kit. This 
bar could have been even heavier and will 
doubtless be replaced with one that is 
when these cars are raced on tracks. 

A limited-slip differential adds the final 
touch to the “409’s” running gear package. 
Not only does this device provide better 
traction when accelerating from the drag 
strip starting line, but it helps cornering 
ability considerably. On an oval race track 
the limited-slip unit will produce rear 
end behavior that might be considered 
half-way between that of an open dif- 
ferential and a totally locked assembly. 

Though our test of the “409” Super Sport 
presents a fairly accurate picture of what 
one of these machines will do in show- 
room condition, it does not indicate what 
they will later do in competition. Certain 
further modifications are allowed both 
under NASCAR rules and NHRA regula- 
tions that result in considerable improve- 
ment. The stock exhaust system would be 
replaced with paired headers that follow 
the firing order, and the large carburetor 
would replace the smaller unit before any 
pro would enter it in competition at a 
drag strip. /Mt 
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TEST CAR: 

BODY TYPE: 

BASE PRICE: 

ENGINE TYPE: 
DISPLACEMENT: 
COMPRESSION RATIO: 
CARBURETION: 
HORSEPOWER: 
TRANSMISSION: 
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Four-speed manual... 


Chevrolet Impala Super Sport 
Two-door hardtop 
$3273 

Ohv V-8 

409 cubic inches 
11.25-to-l 
Single four-barrel 
360 @ 5800. rpm 
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GAS MILEAGE:~40-to-14 miles per gallon (3.36 axle ratio) 
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Revolution has been the key design factor dur- 
ing Detroit's past few seasons. 1961 was a year 
of all-new cars and radical engineering. Can it 
be topped in '62? If you're looking for wild new 
styling, the answer is no, but if you are hoping 
for a continuing trend to important new design 
concepts the answer is a definite yes. 1962 will 
mark the introduction of a whole new. class of 
cars, the senior compacts of Ford (the Fairlane) 
and Chevrolet (the Nova). There will be new en- 
gines and important developments in the design 
of brakes, lighting and safety systems. On the 
following pages are our final speculative reports. 
They are based upon a year's study of the 
Detroit scene and, as in the past, we are con- 
vinced that their accuracy is quite high. 

The preview photos shown opposite and on 
‘the cover are of the 1962 imperial. There is an 
important story behind this car and it is told 


on page 34. 









































FORD 


Many buyers will need a program with 
names and numbers in order to keep track 
of the Ford Division lineup for 1962. 
With the addition of a senior compact 
bearing the name of a familiar standard- 
size series, the Fairlane, Ford dealers will 
be marketing four distinct types and sizes 
of automobiles. In the standard and still 
most popular size, selection will be 
limited to two versions of the Galaxie 
series. 

First reports indicate that Galaxie 
styling will be primarily a refinement of 
the 1961 big Ford. The emphasis is upon 
greater length and boldness, particularly in 
the lines of the rear end, where the 
familiar round taillights are emphasized 
even more with a dramatic sweep of the 
fenders. As is true throughout the line, 
strong overtones of the Thunderbird are 
obvious in the roof contours. 

Mechanically, there is no really big 
news. Engine and power train options are 
similar to those now offered. One long- 
hoped-for item that seems close to reality 
is the four-speed manual transmission. If 
supplier problems can be overcome, it will 
be the logical companion of the big 
401-hp engine. Ford will add some addi- 
tional items to its successfully exploited 
low-maintenance features. Rumored are a 
permanent coolant and wheel-bearing pack 
that will not need servicing for 30,000 
miles. 


FALCON 


During its short and successful life, 
Ford’s compact Falcon has undergone 
styling change in only one area, the grille. 
That story is repeated again in 1962, but 
the change is much more noticeable than 
the minor facelift that marks the current 
version. Bold chrome bars sweep from 
hood to bumper in a pattern that sug- 














gests the spear-shaped front end of the 
Thunderbird. It is a distinctive variation 
that has been well received by most first 
observers. 

Several new body styles have been 
hinted at for the 1962 Falcon. Ford has 
been known to have experimented with a 
convertible, and it is probable that a soft- 
top will be making its debut in a few 
weeks. Another logical addition is a wood- 
paneled station wagon in the tradition of 
the full-size Ford Country Squire. 

Engine options will continue to be the 
144- and 170-cubic-inch Sixes that are 
familiar to the Falcon. Ford will have a 
new small V-8 in 1962 but it’s meant 
for the Fairlane and Mercury Meteor, and 
any thought that it will be offered in the 
lower-priced compacts can be classified at 
this time as just wishful thinking. 

Most reports indicate that the Falcon 
will fall heir to some of the low-main- 
tenance features which were exclusive with 
the big Fords in 1961 (lube seals, etc.). 


FORD FAIRLANE 


Biggest news from Ford, or any other 
car maker this season, is a whole new class 
of cars which, for want of a better name, 
can be called the senior compacts. On a 
wheelbase of approximately 115 inches, 
this new member of the family will stand 
in size and price between the standard- 
size Ford Galaxie and the compact Falcon. 

Style-wise the Fairlane bears a very 
strong resemblance to the current Comet. 
Lines are in the crisp Ford style with roof 
line and trim ornamentation harking back 
to the pioneering of the Thunderbird. 
Rear-end styling, with the round Ford 
taillights (what else?) will remind many 
of the 1959 standard-size Ford. In relation 
to both the Galaxie and the Falcon, the 
Fairlane must be classified as conservative, 
a styling fact somewhat dictated by the 
fact of the car’s unit construction. 

The standard engine for the Fairlane is 





FORD FAIRLANE 


the 170-cubic-inch Six now optional in the 
Falcon and Comet, but, for those who 
have long wished for a smaller car with 
a famous Ford V-8, a 221-cubic-inch unit 
will be offered. This all-new powerplant is 
of cast iron, but it is produced with the 
same lightweight casting techniques that 
proved so successful with the original 
Falcon Six. Both standard and automatic 
transmissions will be available. 


THUNDERBIRD 


After last year’s drastic change, Thun- 
derbird can be expected to sit on its styling 
laurels for at least a couple of seasons. 
Typical of past second-year versions, the 
1962 T-Bird will give testimony to its 
birth date only through slight changes 
in trim and grille ornamentation. The new 
grille will have a much more noticeable 
texture, with solid blocks of chrome float- 
ing within the cavity. There will be no 
engineering changes. 


MERCURY 


As in 1961, the senior Mercury series, 
the Monterey, is essentially the same car 
as the standard-size Ford. Like the latter, 
it has undergone very few mechanical 
changes in preparation for the new season, 
but its exterior skin has received con- 
siderable facelifting. Easily recognized 
Mercury styling techniques are evident 
from front to rear. The new grille is con- 
vex, instead of concave as on last year’s 
version. That 1961 grille variation had 
a pinched or “wasped” area at the center, 
but this has been replaced by chrome 
borders on top and bottom, which are 
parallel with each other. 

The canted fins have been eliminated 
in favor of tubular taillights that blend 
into the same sheet-metal area. A large 
chrome inset is still the dominant feature 
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of the rear end but, obviously, no longer 
houses the taillights. Side trim is some- 
what more complex than last year’s and 
resembles in its outline the fender shape 
of the ’°49-through-’51 Mercs. 

Four different powerplants will be 
available to Mercury buyers. For only the 
second time in the make’s history, one of 
these engines will be a Six. The other three 
are V-8’s of 292-, 352- and 390-cubic- 
inch displacement. 


MERCURY METEOR 


The Ford Motor Company has two 
entries in the new senior compact cate- 
gory. The Lincoln-Mercury Division’s con- 
tender is basically the same as Ford’s Fair- 
lane. The grille is recognizable as Mercury, 
the side trim resembles that of some earlier 
Mercs and the taillights have the same 
jet-pod styling as those on the standard- 
size 1962 Mercury Monterey. 

One sure to be widely hailed feature 
of the Monterey is its instrumentation. It 
has no “idiot” warning lights whatsoever; 
real gauges tell the true story of tempera- 
tures, pressures and levels. The Meteor 
will be the only car in the whole Ford 
lineup to boast of this common-sense ar- 
rangement. 

Power choices are the same Falcon- 
Comet 170-cubic-inch Six and all-new 
221-cubic-inch V-8 featured in the Fair- 
lane. The body itself is of fully unitized 
construction. 


COMET 


Although everyone has accepted it as 
a fact, the Mercury people have long tried 
to hide the fact that the Comet was indeed 
their own compact. Up until this time 
the Comet has stood alone, but, as of the 
1962 season, it will officially become the 
Mercury Comet. 

Most of the styling changes for 1962 
are not much more startling than the 
above announcement. The new grille is 
much more outspoken than on previous 
versions, with a slotted outline around 
distinct vertical bars. At the rear, the big, 
slanted fin-taillights have been replaced 
by canted blades which serve as emphasis 
above the taillights, a la 1961 Ford and 
Mercury. The taillights themselves have 
been increased in number to four and 
moved to an inset panel along the bottom 
of the rear deck. The deck is higher and 
squared off, and this should result in a 
slightly better luggage capacity for the car. 

Mechanical changes are small but seem 
admirably aimed at increasing smoothness 
and reliability for the very popular little 
car. The starter, for example, is all new 
and has been designed primarily to cut 
down the noise level at the time of igni- 
tion engagement. Engine options remain 
the same. 


LINCOLN 


The prime offering of the Lincoln- 
Mercury Division will continue to impress 
lovers of luxury cars with its strong 
emphasis on quality. Like any basic design 
entering its second year, it has a number 
of small refinements but no fundamental 
changes. What new styling can be noted 
is, in the opinion of everyone who has 
seen the ’62, an honest refinement of 
the present design. The grille is simpler 
and cleaner than ever. It has a texture 
resembling that of the 1959 Mercury, with 
a closely-packed series of small rectangles. 
It is matched by a similar pattern in the 
chrome insert in the rear deck. 

As in 1961, only two body styles, a 
four-door sedan and a convertible, will 
be offered. The latter, however, has re- 
ceived an important modification in a 
revised structural arrangement for its soft 
top. This will allow a lower and sleeker 
raised roof line. 

As has been reported in MT’s road 
tests and manufacturing analyses of the 
last few months, the Lincoln engineers 
are a determined lot of quality-seekers. 
Unglamorous but important techniques 
and innovations have marked their work 
on the car. This same type of labor has 
gone into the 1962 version. It has resulted 
in such new features as an improved auto- 
matic choke and a more maintenance-free 
chassis. 


RAMBLER . 


The standard Rambler Classic has 
undergone a major facelift for the coming 
year. Both the grille and rear-end treat- 
ments will be all new. In keeping with the 
trend, all semblance of tail fins has been 
erased, and the whole car has a more 








rounded effect. One of the most distin- 
guishing features of the new styling will 
be the redesigned roof, which will have 
an unusual sculptured lip around its top 
edge. Important under-the-skin changes 
are a new automatic transmission, which 
will be smaller and lighter, and a beefed- 
up suspension system to improve the 
Rambler’s general riding characteristics. 

The senior Rambler, the Ambassador, 
will assume a somewhat new personality 
in 1962. No longer on a 117-inch wheel- 
base, the deluxe compact will share the 
108-inch wheelbase with the Classic, but 
will have greater overall length due to 
styling. Important is the fact that this 
smaller shell will come equipped with the 
Ambassador’s big 327-cubic-inch V-8. 
Such a combination, plus the stiffer sus- 
pension, could turn the staid Ambassador 
into one of the industry’s real hot cars. 
Some very optimistic American Motors’ 
men already have dreams of seeing their 
new contender heading for the drag strips. 


AMERICAN 


Last year George Romney made an un- 
equivocal statement that the Rambler 
American would not be changed in essence 
for three seasons. Thus the American story 
as far as styling goes is a repeat of 1961. 
One very minor and expected refinement 
is a new pattern within the grille area. 
Last year’s square screen effect came in 
for more criticism than any other styling 
feature of the compact. 

There are, however, some interesting 
additions to the American’s mechanical 
makeup. Most important will be an op- 
tional automatic clutch. Similar to the 
Saxomatic unit provided on some of the 
imports, this new system will still call for 
normal gear shifting but will do away 
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with the clutch pedal. Added to a normal 
manual and automatic lineup, this new 
transmission will give Rambler’s smallest 
domestic-made offering the broadest range 
of transmission choices in the market. 
Rumors are that Rambler will add more 
of its famous small convenience features 
to the 1962 versions. Improvements are 
expected in the area of seating, weather- 
conditioning and luggage stowage. An- 
other report suggests that American Motors 
will unveil some new refinements in 
driver vision, particularly for rear viewing. 


CHEVROLET 


During the past few years Chevrolet 
styling seems to have gone through a 
predictable cycle. A year of fairly radical 
new departures, 1959 and 1961, is fol- 
lowed by a season of rather conservative, 
evolutionary change, 1960 and now 1962. 
The new car, based upon last year’s shell, 
will have no fins or wild design flourishes. 
The clean rear end will slant straight 
down in a _ boxy configuration and 
simple round taillights will be placed on 
a straight line parallel to the bumper. 

Chevy will have the same big engine 
lineup that was featured in 1961. Since 
the company will have a new senior com- 
pact, the Nova, many speculated that a 
new six-cylinder engine would be intro- 
duced for the whole lineup. This does 
not seem to be the case, however, and the 
reliable old unit will still be the standard- 
size Six. Another engine that has been 
the topic of speculation this season is the 
big 409-cubic-inch V-8 (tested elsewhere 
in this issue of MT). Production of this 
high-performance powerplant was stopped 
not too long after its mid-season an- 
nouncement, and many wondered if this 





meant the scrapping of the whole project. 
This is not the case; this 360-hp unit will 
be back on the scene in 1962 with even 
more fanfare than in the past season. 
Chevrolet engineers have high hopes for 
this performance champion. 


CORVAIR 


The distinct personality of Chevy’s rear- 
engine compact is such that the car does 
not lend itself to the usual Detroit prac- 
tice of annual sheet-metal facelifting. The 
Chevrolet people don’t seem to be too dis- 
appointed by this fact and are content to 
let the car retain its familiar shape. For 
those who bought Corvairs in the past 
two years, there is no worry that they are 
about to be outdated. There will be new 
chrome ornamentation on the front end, 
the sole purpose of which seems to be to 
give the car somewhat more of a conven- 
tional grille. The rear end is exactly the 
same as last year. 

One body style that has been conspicu- 
ously absent from the Corvair lineup is 
a convertible. The addition of that soft-top 
is the major news for the car’s next sea- 
son. An interesting technical aspect of the 
new convertible is its actuating mecha- 
nism. GM is abandoning the hydraulic 
system for all of its soft-tops and going 
to electrical movers. It is also reported 
that one version of the open-air Corvair 
will have a hand-operated top and will 
retail at a very surprising low figure. 

Obviously, the top-selling Monza sport 
coupe will continue in the Corvair pic- 
ture, but some rumors are that the sedan 
version of the deluxe package will not 
be offered in 1962. 
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CHEVROLET NOVA 


For the past few months Detroit in- 
siders have referred to the new Chevrolet 
senior compact as the Corsair. Chevy of- 
ficials must have figured that there would 
be enough confusion as it was over the 
new class of car without making its name 
almost identical to that of their compact, 
thus the final solution on the name Nova. 

Resting between the Corvair and big 
Chevy in size and price, the 115-inch- 
wheelbase Nova will not be a very radical 
car in design or appearance. Much of its 
unit-construction body shell is based upon 
Corvair dies, but styling’s finishing touches 
have resulted in a package that looks more 
Chevrolet than Corvair. It’s a very con- 
servative little car with none of the Euro- 
pean-inspired flourishes that made the 
Corvair so revolutionary. 

The Nova’s powerplant sits up front 
and it is under that hood that the car's 
important story is told. There is a very 
surprising selection of engines for the 
buyer. He will have a choice of a slant- 
Four (half of the big Chevy V-8, a la 
Tempest), the regular Chevrolet in-line 
Six and a small V-8. There are reports of 
a very deluxe version, which will offer 
some of the Corvette’s high-performance 
running gear, including a new 327-cubic- 
inch V-8. 

The latter car will have a very special 
trim and interior treatment and could well 
be Chevrolet’s answer to Ford’s Thunder- 
bird. 


CORVETTE 


Chevrolet’s sports car made a big styl- 
ing change on its rear end last year. At 
that time it was speculated that the evolu- 
tion would be completed in 1962 with 
an equally new treatment for the front. 
No such major variation will be offered. 
With the exception of some new chrome 
and minor trim changes, the fiberglass 
body of this hot car will remain unaltered. 

In the powerplant department, all five 
of the current engines, with horsepower 
outputs from 230 to 315, will still be on 
the books. They will be joined by a big, 
new 327-cubic-inch V-8 at the top of the 
performance ladder. This new unit, joined 
with fuel injection, could result in some 
fantastic acceleration figures. 

Since a deluxe version of the new 
senior compact, Nova, will be offered with 
some of the Corvette power features, nat- 
ural speculation centers about the contin- 
ued existence of the Corvette. Certainly, 
Chevrolet is not saying anything, but it is 
only logical to assume that the days of 
the sports car could be numbered should 
the high-performance Nova create a stir. 
The latter car would have a broader range 
of appeal and would fit more naturally 
into the whole Chevrolet lineup. 
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FORD FALCON 





PONTIAC 


Although the Pontiac’s body is not new 
this year, the Division’s stylists have come 
up with a very interesting and potentially 
controversial facelift. A new grille treat- 
ment features a projecting center section 
ot horizontal chrome bars that can be 
classified as bordering on the Edsel’s ver- 
tical oval. Granted, there is a continua- 
tion of the grille pattern across the full 
front end, but it is the new central treat- 
ment that will catch all of the glances. 
At the rear, much of the same exists, ex- 
cept that new rounded taillights will sit 
below the very slight vertical fins. 

Certainly Pontiac nee 's no more varia- 
tions on its basic 389-cubic-inch engine. 
The same big lineup of options will be 
offered in 1962. Once again the Pontiac 
engineers are studying their lists carefully 
in order to publish as much equipment as 
possible as stock. This, just coincidentally, 
is a tremendous boon to those enthusiasts 
who wish to enter the hottest “stocks” in 


competition events. 
Special 


emphasis will be given the 





lower-price Pontiac Ventura. A new Grand 
Prix hardtop version will add new glamour 
to this model that is almost directly com- 
petitive with the low-price cars. 


TEMPEST 


When you look at the back of the 1962 
Tempest, you have no idea that you are 
viewing a new car. The only area of 
styling change on the Pontiac compact 
is up front at the grille. No longer are 
there two separate grille cavities in the 
fashion of the 1959 Pontiac. There is still 
a hint of this design, but the two areas 
are joined by a central grille of parallel 
horizontal bars. The overall effect is busier 
and less dramatic than the original Tem- 
pest. 

In order to keep basic price down, 
Tempest will continue to stress its slant- 
Four engine over its V-8. There has been 
quite a bit of speculation of a new Four 
or Six for the little Pontiac. Latest word 
indicates that a new small powerplant is 
in the development stage but won't reach 
production before the 1963 season. 

When the Tempest unveiled its new 
coupe a few months ago, some were sur- 
prised that the deluxe version was not 
given a special series designation. The 
most rumored name for the car was Le 
Mans, the title of a deluxe show coupe 
that was featured in MT. Now the pieces 
of the puzzle fit into place, as the Le 
Mans name pops up on a deluxe Tempest, 
but this car is a new convertible. It is a 
very sleek little soft-top, and the Pontiac 
stylists have gone to great degrees to 
make its interior trim most plush. 


OLDSMOBILE 


The big 88 and 98 Oldsmobiles em- 


phasize a squared-off look for 1962. Gone 
is the tapered and pointed deck of 1961 
and in its place is a sharply-defined back 
that should have the practical benefit of 
offering more usable luggage space. The 
most dramatic aspect of the car is a whole 
new grille design that has the air intake 
area riding within and projecting from 
slender and finned front fenders. 

Roof lines are sportier than ever. A new 
four-door hardtop without rear quarter 
windows will be featured in the 98, and 
a two-door hardtop has been added to 
the super-plush Starfire series, a converti- 
ble only last year. The latter car has a 
more individualistic personality in 1962. 
Bold and distinctive styling touches mark 
it as a real contender in the personal 
luxury car field. 

Mechanically the only news centers 
around modifications to the popular Hy- 
dramatic transmission. There have been 
some criticisms of the unit’s rather slug- 
gish shifting characteristics around town, 
and the changes would presumably have 
to do with this aspect. 

One interesting addition is the more 
effective placement of the air condition- 
ing outlet ducts in the center of the dash. 


OLDS F-85 


The first version of the Oldsmobile com- 
pact featured a distinctive grille area that 
tapered down into a shadowbox cavity. 
The 1962 modification sees the same basic 
chrome pattern but of a larger size and 
of a more convex and pointed shape. The 
Olds trademark sits on the hood lip rather 
than below the grille, and a new F-85 
emblem is prominent at the middle of the 
pattern. From sides and rear, the view of 
’62 is for most observers identical to that 
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of the past year. Only minor trim changes 
offer any variety. 

During their first year of existence, the 
compacts of Olds, Buick and Pontiac in 
many cases seemed much the same car to 
the general consumer. In order to create 
greater personality differences, particularly 
between the F-85 and Buick Special, a 
larger variety of engine offerings will be 
established. The F-85 will be the only 
GM compact that will feature V-8 power- 
plants exclusively, while the Special will 
have a new V-6 and the aluminum V-8 as 
an option. This development will also put 
the F-85 at the top of the compact price 
list, since Buick will be able to lower its 
listing with the smaller engine. 

As with the other GM compacts, the 
F-85’s big body shell development in 1962 
will be the addition of a new convertible 
to the lineup. 


BUICK 


Another make that is content to go 
with last year’s same basic styling, the 
big Buick will have some interesting varia- 
tions on the grille and rear-end treatments. 
There will be quite a bit more chrome 
Ornamentation on the car, with a more 
noticeable emphasis on the old porthole 
theme for series designation. 

Four V-8 powerplants, the same engines 
offered in 1961, will be available. There is 
one very important addition to the me- 
chanical picture in a four-speed manual 
transmission. This unit will be optional 
only with the largest engine, the 325-hp 
401-cubic-inch V-8. This is an eyebrow- 
raising development for a car of Buick’s 
prestige and would seem to be justified 
only by the Division’s desire to let the 
enthusiasts know that it has a car that 
can perform with the best of them. 

Buick has been one of the names most 
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associated with a rumored GM answer to 
the Thunderbird. If such a car was ever 
planned, it did not receive the go-ahead 
sign for 1962, although it is probable 
that there will be a personal luxury ver- 
sion of the Electra which could appeal to 
the same audience. 


SPECIAL 


When the Buick Skylark coupe was un- 
veiled several months ago, Detroit observ- 
ers saw more than a new body style for 
1961. There were definite sheet-metal 
changes in both the rear quarter panels 
and grille area. Such changes aren’t profit- 
able or understandable for just a limited- 
appeal luxury compact. They had to be a 
preview of the Special itself for 1962... 
and they were. If you want to see the 1962 
Special a few weeks before its announce- 
ment, head down to your nearest Buick 
dealer and walk around a Skylark. 

But there are more modifications than 
styling. The Special will have a brand-new 
engine as its standard powerplant. It’s a 
V-6! The material is cast-iron, not alumi- 
num. At first this abandonment of the 
lighter metal by the company which 
pioneered the aluminum V-8 seems hard 
to understand, but there appears to be an 
explanation in the report that most of the 
tooling has been salvaged from a Buick 
V-8 of the early 50s. Naturally, the 215- 
cubic-inch aluminum V-8 will still be of- 
fered as an optional powerplant in the 
Special. 

As is to be expected, the Buick com- 
pact will also be available in convertible 
form next year. One version will have 
a manually-operated top and this cost 
reduction plus the V-6 engine could bring 
the price of a Buick convertible way, way 
down. 


—— 
Motes 
Pnaeg 


CADILLAC 


America’s top-selling luxury car is dis- 
playing a surprising amount of refining 
in a year when only minimal changes 
would normally be called for. But the 
Cadillac has received a new threat of com- 
petition in its field during the last year 
from the quality-bent Lincoln Continental. 
To meet the new challenger head-on, the 
GM big one is countering with a big bag 
of technical tricks. 

Radical is the only word for a new 
lighting system that will be able to bend 
its beam around turns. This is not a 
swiveling headlight, as was fashioned for 
the Tucker, but is a separate group of 
lights in addition to the conventional 
headlights. 

Cadillac will appeal to the engineering 
enthusiast with the widest variety of brak- 
ing systems ever made available by a do- 
mestic car maker in modern times. This 
is pioneering in a most important and 
neglected field and will be watched with 
real interest by all car lovers. 

Cadillac will also return to the heights 
of super-luxury with the revival of a 
Brougham-type car. The ultimate in re- 
finements is promised here but at a price 
considerably lower than the previous 
Broughams. 

Basic styling of the car will be very 
much the same as the 1961 Sixty Special. 


LARK 


In a recent meeting with stockholders, 
Studebaker-Packard’s new president, Sher- 
wood Egbert, is reported to have promised 
to do something about the “stubby look” 
of the Lark. Considering that there was 
very little time for the project, the prom- 
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CHRYSLER 


ise has been fulfilled with real ability and 
agility. 

The 1962 Studebaker compact will be 
familiar to every U.S. driver, but enough 
styling changes have been made to give 
it a new appearance of extra length and 
distinction. The most prominent refine- 
ment is a new free-standing vertical grille 
that has more than a passing resemblance 
to the famous Mercedes-Benz’ radiators. 
The connection is even more apparent 
when one notes the new little Lark em- 
blem sitting in lone, chrome silhouette 
atop the radiator. The flavor is definitely 
Continental and makes the car a logical 
counterpart to the radically restyled Hawk. 

Mechanically there is no change. Stude- 
baker introduced an ohv Six last year and 
its V-8 has been one of the strongest 
among the compacts, so that little more is 
vitally needed in this department. Further 
suspension refinements have erased any 
bad-handling characteristics that first typi- 
fied the South Bend compact. 


HAWK 


The surprise car of the year must be the 
new Studebaker Hawk. Most observers 
were ready to count this make among 
the soon-to-be-deceased, but all-new styl- 
ing has pumped life back into this semi- 
sport coupe with a vengeance. The car’s 
personality is completely changed, and 
the best thumbnail description of the ’62 
is “a Continental Thunderbird.” 

The roof line is crisp and clean in the 
manner of the Ford personal luxury car. 
The grille stands alone and vertically erect, 
a la Mercedes. The rear end has all of 
the European flair of the Lancia. Other 
cars have been used in description, but 
the Hawk is definitely its own car with 
a personality that is fresh and distinct. 

The same two versions of the 289- 
cubic-inch V-8 will be re-offered as Hawk 


powerplants. Transmissions are a Borg- 
Warner automatic, a three-speed manual 
and a four-speed floor-mounted manual. 

Interiors will feature leather semi- 
bucket seats up front and a fully-instru- 
mented dash. The latter has always been 
one of the real selling points of the Hawk. 

Not since the Raymond Loewy-styled 
Studebakers of 1953 has there been a car 
from South Bend with such potential abil- 
ity to catch the imagination of car 
enthusiasts. 


PLYMOUTH 


One of the major gambles of 1962 is 
being taken by the two lower-price cars 
of the Chrysler Corporation. Both the 
Plymouth and the Dodge Dart have cut 
the size of their previous standard-size 
offerings to the new senior compact level. 
The one and only Plymouth of 1962 
(with the exception of the compact Vali- 
ant) will be an all-new car on a 116-inch 
wheelbase. 

Styling of the new unit-construction 
body tends definitely to the theme that 
was established by the Valiant. The hood 
is longer than in the past and the rear 
deck much shorter, so that the overall 
proportions are very European. Side mold- 
ings and window lines particularly resem- 
ble those of the Chrysler compacts, but 
the new Plymouth proportioning results 
in a quite different-looking automobile. 
The dramatic grille is a concave mesh 
screen, which houses the four headlights 
in deep chrome wells. 

Powerplants available are the 225- 
cubic-inch slant-Six, 318-cubic-inch V-8 
and the big 361-cubic-inch V-8 with a 
four-barrel carburetor. (It is rumored that 
the ram induction option has been 
dropped.) These Plymouth engines have 
had an outstanding performance record in 


the past and, now that they will be in an 
even lighter body, new records are about 
to be set. 


VALIANT 


For its third year around, the Plymouth 
compact will have sportier trappings than 
ever. Viewers of the first prototypes come 
back with descriptions that always refer 
to the big Chrysler 300’s. Since the 
Valiant’s grille cavity has always had much 
the same configuration as that of the 300, 
it is easy to see how the Plymouth stylists 
can make their little car even more ap- 
parently a relative of the big performer. 

Particular attention has been given to 
a revamp of the Valiant’s interior. There 
seems to be a new awareness throughout 
Detroit that drivers are sick of just warn- 
ing lights and would like full instruments. 
Valiant, for one, will answer this need 
with a full set of gauges installed in a 
handsome panel. 

Power will still be supplied by the very 
reliable slant-Six. It is still not definite at 
this writing whether all or part of the 
engines will be produced of aluminum. 

A convertible body style has been ru- 
mored for the Plymouth small car and a 
few prototypes have been reported upon. 
No definite word as to its appearance in 
the coming year has been received. 


DART 


As with the Plymouth, the Dodge Dart 
is putting all of its eggs into a new-size 
basket. In the same manner that the 
Lancer shares the Valiant body shell, so, 
too, will the completely changed Dart use 
the same skin as the Plymouth. The 116- 
inch-wheelbase Dodge will manage to 
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create its own distinct styling impression 
particularly through a wild grille design 
that will see the two sets of headlights 
floating within individual grille cavities. 
Blade-like moldings extend back from the 
front of the car into the door and are 
balanced by heavy moldings originating 
ahead of the rear wheel wells. 

The Dart will offer the same basic 
engine combinations as the Plymouth. It, 
too, should create some very real stirrings 
at the drag strips with its light weight 
and high power. Possibly due for 1962 
introduction is a new modification of 
Chrysler's outstanding Torqueflite trans- 
mission. One such change appeared two 
years ago in a special transmission for 
Sixes, and it is logical to assume that the 
latest unit will be designed just for the 
V-8’s. 

Dart will again share with Plymouth a 


wagon body shell. As in the past, it is a 
roomy and well-engineered cargo-hauling 
vehicle. 


LANCER 


The Dodge compact is another 1962 
offering with no sheet-metal changes. On 
the outside, one must look at the grille to 
determine the vintage. The new frontal 
expression is much more ornate than that 
of the Lancer’s first year. The parallel 
chrome bars have been replaced by a 
finely textured grillework that will remind 
some of Cadillac patterns of the past. 

The vital changes of the year are cen- 
tered in the interior, where new materials 
grace the seats and an all-new design 
changes the instrument panel. The 1961 
Lancer Sports Coupe was a hardtop that 
came mighty close to the Monza-type 
luxury coupe that has been the rage this 


spring. Lancer will make its top-of-the- 
line version even more in this deluxe 
mold with the addition of semi-bucket 
seats up front. 


DODGE POLARA 


The one and only big Dodge of the year 
will be a very deluxe version of the Polara. 
This new car does not fit into the conven- 
tional middle-price category that has been 
reserved for Dodge in the past. The Polara 
is a very special personal luxury car, de- 
signed more for the Thunderbird crowd 
than the big family set. 

Offered only as a hardtop, the Polara 
will have full bucket seats up front and 
semi-buckets in the rear. With Dodge's 
hottest engine beneath the hood, it will be 
a hot-performing semi-sports car far from 
the conventional conception of what a 
Dodge should be. 








THE CASE FOR THE BIG CAR 





REE YEARS AGO, only two American car makers were daring 

enough to preach long and loud that their cars were smaller. 
Today, the manufacturer who points with pride to the fact 
that he makes nothing but a full-size car is almost as rare as 
a year without new cars. 

No one can deny that smaller cars were bound to come. 
Compacts with their smaller dimensions and smaller costs are 
a necessity. And the new intermediate size, the senior compacts, 
are equally necessary, for not everyone who wants a smaller 
size will also want a compact. But is this to say that the full-size 
car of the past few years is dispensable? Definitely not — for 
many persons and purposes big cars are as necessary as compacts 
are for others. 

One of the few makes that have only a full-size car and 
intend to keep it that way is Chrysler and its companion luxury 
line, the Imperial. From the sneak-preview pictures on the cover 
and on this page it is easy to see that Imperial, for instance, is 
vastly restyled, but the basic dimensions have not changed much. 

It hasn’t been easy for these lines to retain their size without 
bringing out a compact. Some experts feared that they were 
treading on thin ground which led only to oblivion. 

Bob Rodger, chief engineer of the 1962 Chrysler and Imperial 
line, summed up his philosophy this way: “When people pay 
more money for a car, they want more of everything... better 
ride, comfort, luxury, luggage room and refinements. The best 
way to give the buyer his money’s worth is in a full-size car.” 

This may or may not be true, but one thing has been proved 
conclusively: The experts were wrong—things at Chrysler 
are looking up at a time when the outlook for many other lines 
is indeed bleak. Chrysler’s success can be traced to many things, 
but it is due primarily to a hard core of individuals who be- 





C. E. Briggs, general manager of the Chrysler-Plymouth 
Division, has important theory on the big car for 1962. 
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There has been no apparent effort to 
make the Polara’s styling obviously dif- 
ferent from the Dart’s. The same wild 
front end is the most eye-catching exterior 
feature. From the side, most will notice a 
definite T-bird flair to the line of the 
new hardtop roof. 


CHRYSLER 


As the lone Chrysler Corporation con- 
tender in the middle-price field, the Chrys- 
ler will stress more conservative styling 
and a continued emphasis on power. 

One of Chrysler’s most important stories 
in 1962 is an entirely new, lower-priced 
300 series (not the big 300-H, which re- 








ous New Yorker. It will be equivalent to 
the Pontiac Bonneville or Buick Invicta in 
that it is a big, luxurious car with plenty 
of performance. 

The new Chrysler has a very mild rear 
end that has seen the amputation of the 
big fins of the past two years. Frontal 
styling is only slightly changed from last 
year. 

Throughout the entire Chrysler lineup, 
from Newport to 300-H, the same broad 
range of big V-8’s will be offered. The 
lone exception is the absence of any ram 
induction option. The latter was always 
good for performance but created a bit 
of a servicing headache for those who 
weren't willing to keep it in tune. 





1962 Imperial story in full color. The 
preview peek featured there is of the 
restyled Imperial rear end. It’s obvious 
that the important fact at first glance is 
the noticeable decline of the tail fin. 

Frontal styling of the Chrysler luxury 
car need not be described with words, for 
it, too, is previewed on page 29. In all, 
the total Imperial package is a dramatic 
variation on a Classic theme. This is prob- 
ably the last American car that bases its 
appeal upon big, bold luxury and that 
will be its theme again in 1962. 

The Imperial people are of the firm con- 
viction that Americans are not “against” 
big cars. It is their feeling, in fact, that 
this once again will be the preferred pro- 


mains its high-performance champion at 
the top of the line). The new 300 re- 
places the Windsor in the gap between 
the highly successful Newport and luxuri- 


IMPERIAL 





This month’s MT cover tells part of the 


portion on our highways. They have a 
strong case to make for their position, and 
it is discussed in greater detail in the 
story below. 




















lieved wholeheartedly in the big car — and the reasons for its 
existence. 

Perhaps one of the best reasons for the existence of the 
big car is the system of new roads that is being built across the 
United States. Not city streets where the compact with its 
smallness is at its best — but the new superhighways. These 
roads were designed for driving long, fast trips with few stops. 
Here the big car is at its best. 

Big engines keep the speed up effortlessly, and the reserve 
for passing is generally greater. The big-car driver can often 
cut minutes off a trip simply because he can move around slow- 
moving traffic quickly and safely. Moreover, since it weighs 
more, the big car is less affected by cross-winds. 

The big car’s ride is frequently better, too, and generally 
this is true mostly because of its larger size. The wheelbase is 
longer and helps smooth out bumps that must be absorbed in 
the suspension of the smaller car. Since there is more space 
available, seats can be better padded, greatly promoting com- 
fort. In front one of the big car’s advantages is extra hip space. 
This means that three persons will have far more room and 
necessarily more comfort. In the back the standard-size car 
usually has far more latitude in every dimension. 

Another factor on the plus side of the ledger for standard- 
size cars has already been touched upon — safety through the 
bigger engine. Besides extra power on the highway, this same 
reserve power is available for all sorts of emergency situations 
in city driving. This is especially valuable where much of the 
commuting is done on a modern, busy freeway. 

Luxury items are also another consideration. With more space 
to work with, there is room enough to design more efficiently, 
and practically, irems like radios, power seats, power steering 
and brakes, air conditioning units, etc. While many of these, 
like power steering and brakes, are practically necessities for 
the big car, the bigger engine will also operate these accessories 
without using up too much of its reserve power. 

It is true that all of these advantages of the big car, except 
those coming directly from size or weight, can be built into 
the small car. But always at a sacrifice. One is power, which many 





compacts don’t have to spare. Another is cost, and as the 
accessories are added to the compact, one of its better advantages 
is lessened. 

And it is equally true that the small car has advantages not 
listed here. But the point is that there are several reasons why 
some people will prefer a big car as opposed to a smaller car. 
And this seems to accentuate Detroit’s current tidal wave — 
since small cars are the most popular now, nearly everybody 
will want a small car. Therefore, every maker should make a 
small car. 

This is an unsound theory. In fact, it has yet to be proven 
that there are not just as many persons who prefer a standard- 
size car as there are those who prefer a smaller car. 

There is a good case for the standard-size car, and the case 
can be proved by the recent history of Chrysler and Imperial. 
This brings to light a little-known, behind-the-scenes battle 
waged by Clare E. Briggs, manager of the Chrysler and Plymouth 
Division of Chrysler Corporation. Briggs fought long and hard 
to preserve the Chrysler car from having a luxury compact along 
the Valiant-Lancer lines. Just how well this has paid off can 
be seen in the fact that while nearly every other standard-size 
car went down in sales this year, Chrysler took its second jump 
in popularity in as many years. 

Briggs now says, “It wasn’t easy a year or so ago to speak 
out counter to the compact trend, but our progress without a 
baby brother . . . has convinced us we were right.” 

Granted that a lot of the reasons for Chrysler’s success can 
be credited to its new low-priced version, the Newport — but 
this is exactly how Briggs proves his point. 

He believed that a lot of people would prefer a standard-size 
car if it cost a little less money. While the Newport is standard- 
ized even to the extent of having a floor-mounted manual shift 
lever, it has still been more of an asset to the Chrysler line than 
any compact stablemate could have been, according to present 
trends. 

This is heartening news, for as much as compacts are needed, 
there is an equal need for the full-size car as we have known it 
in the past decade. /mt 
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The Pilgrimage of speed 
to the Utah salt flats ) 
is about to begin. Here : 
is the inside report on | 
1961’s record-breakers } 
























By Griff Borgeson 





T* 1961 BONNEVILLE racing season is 
due to begin on August 7th, when 
Dr. Nathan Ostich is scheduled to 
launch another five-day attack on the 
title of Fastest Man on Wheels. His jet- 
propelled Flying Caduceus is not eli- 
gible as an FIA-recognized Land Speed 
Record contender since it is not driven 
through at least two of its four wheels. 
From the 13th to 17th Mickey Thomp- 
son will have the Salt to himself again 
and will renew his efforts to improve 
upon John Cobb’s two-way Land Speed 
Record of 394.2 mph. Last year Thomp- 
son hit the combination that enabled 
him to turn a magnificent 406.6 mph 
and become the world’s fastest motorist. 
Drive line failure prevented Challenger 
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I from repeating this performance in 
the opposite direction and establishing 
a new absolute FIA record. Now, with 
the combination pat and with a whole 
year in which to perfect the preparation 
of his four-Pontiac-engined streamliner, 
the odds are much in favor of this 
young American bringing the biggest 
speed record of ali back to the U.S. 
The 13th annual Bonneville Na- 
tional Speed Trials will be held from 
August 20th through 25th and this 
undoubtedly will be the most spectacu- 
lar and significant of these unique meets 
ever held. A good 150 entries will con- 
verge on the Salt from all parts of the 
nation, accompanied by at least 1,000 
enthusiasts. In no other speed event on 
earth is there such variety in competing 
machines. They include stocks, super 
stocks, “stocks” that are out of this 
world, sports cars, imports, every kind 
of hot rod, plus belly-tank lakesters, 
streamliners, racing motorcycles and 
whatever surprises that may turn up. 
It can be predicted confidently that this 
year’s Nationals will be the biggest ever, 
thanks to the fame which has been 
focused on Bonneville by the recent, 
highly-publicized attempts on ultimate 
speed by Arfons, Campbell, Graham, 
Ostich and Thompson. The Salt’s big- 
time stature never has been greater. 


The Nationals are conducted by the 
seasoned, knowledgeable Southern Cali- 
fornia Timing Association, and chief 
timer Otto Crocker’s electronic clocks 
are second to none. However, it is the 
personnel and timing equipment of 
USAC which is approved by the FIA 
for international record attempts in this 
country. Thompson’s runs will be timed 
by USAC and then, immediately fol- 
lowing the Nationals, Mobil Oil Com- 
pany is generously sponsoring five days 
of USAC-timed International record 
attempts. Between August 28th and 
September 1st contestants who are 
qualified to run for international rec- 
ords (most will have demonstrated this 
in the Nationals) may do so under 
Mobil patronage. From five to ten big- 
speed machines are expected to compete 
for the international records, including 
the Bill Burke streamliner now powered 
by a blown Tempest engine, the ever- 
dependable Shadoff Special, Art Ar- 
fons’ Green Monster and Ermie Immer- 
so’s Dean Van Lines Special stream- 
liner. The last is a tiny, super-sleek 
package in which two huge, blown 
Lincoln engines have been fitted, with 
shim-stock clearance between mills and 
skin. If this car goes at all, it will go 
phenomenally fast. 

Other fantastic machines that are 


being rushed to completion in time for 
the Salt this year are Craig Breedlove’s 
designed-for-600-mph jet-propelled 3- 
wheeler (August MOTOR TREND) and 
Stormy Mangham’s fearless two-wheel- 
er. Mangham is the design brain behind 
the Texas Cigar, which holds the 214- 
mph World’s Motorcycle Record: 214 
mph with 40 cubic inches. His newest 
two-wheeled streamliner has been de- 
signed around a full-race Chevy V-8 
engine. Target speed is 400 mph! And 
why not? 

Following the Internationals, Thomp- 
son has more time reserved if he needs 
it. Donald Campbell, who last year 
crashed his $3 million Bluebird at over 
300 mph, will not be adding the glamor 
of international competition to this 
year’s Bonneville season. He is slated 
to renew his attack on the LSR on an 
even larger salt bed in Australia, on soil 
of his nation’s Commonwealth. So, bar- 
ring surprises, that’s the schedule for 
the Salt. New machines always can 
appear out of nowhere and, depending 
upon rain, the Salt can be usable well 
into December. 

There are very few witnesses to 
events on the Salt other than the 
Nationals, although highly-publicized 
LSR runs may draw hundreds of spec- 
tator-laden cars from Salt Lake City, 
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120 miles to the east. But it’s much more 
common for the solitary runs to be made 
with no one present other than the car's 
crew, timing and course officials and a 
couple of members of the press. It’s the hot 
rod conclave that consistently draws mobs. 

It’s never a mob in the unruly sense, 
and the people are different from those 
who convene annually at Indianapolis, 
Sebring, or any other motor sport event. 
Indianapolis is a shrine in its own right, 
but the yearly pilgrimage to Bonneville 


Thompson’s Challenger I is unchanged from its record- 
breaking one-way run of 406.6 mph last year. Drive line 


has a more purely ritualistic quality. There 
are solid reasons for this. 

First there’s the setting. Whether you 
approach from east, west or southwest, the 
first impact of the immaculate, snowy Salt 
against its westerly backdrop of violently 
sculptured mountains is unforgettably mov- 
ing. Approaching from the east it comes 
upon you like an exquisite oasis, after an 
eternity of bleakest desert. Approaching 
from west or southwest, your first view of 
the Salt is panoramic and from a great 
height — it is breathtaking. The effect is 
similar if you approach from the air: that 
of looking down on a frozen polar sea, 
studded with islands and bordered by 
jagged ranges. The landscape of the moon 
must be like this — clean, stark, awesome. 
Some very commercial things take place 
on the Salt, but the economic atmosphere 
of the Nationals is one of pure enthusiasm. 
Contestants and spectators seem to be 
aware of the sacrifice that all have made to 
be at this lonely, distant place at this 
appointed time. No one stands to gain 








Poised for his third and, in all 

probability, most successful 
assault on the land speed record, 
Mickey Thompson is ready to go. 

















anything of a material nature from this 
effort. The best-sponsored contestant will 
not break even, nor will the best-paid 
journalist. After a week on the Salt they're 
glad to leave it each year, but they leave 
planning to return. They leave with a sense 
of personal enrichment, not due to the 
vague and easy accomplishment of a mob 
but due to having witnessed and shared 
and participated in countless labors of love 
and imagination. The pervading spirit dur- 
ing the Nationals is one of serious hard 


work mixed with the pleasure of accom- 
plishment and exuberant self-expression; 
and of friendliness mixed with that super- 
sports cooperation that also is one of the 
nicest things about behind-the-scenes In- 
dianapolis. At Bonneville people are 
pleased but not surprised when a record 
aspirant lends his gears or tires to his most 
serious competitor. Such.a contest of gen- 
erosities took place even between Thomp- 
son and Campbell last year. 

The six-day-long Nationals amounts to 
about five days of actual running time for 
most contestants. The last day is devoted 
to record runs by qualified machines, and 
this final culmination of a year’s prepara- 
tion usually is over with before noon. And 
the setting up of equipment usually takes 
until about noon of the first day. Bad 
weather can make further inroads into use- 
ful competition hours. Crosswinds which 
tend to come up as the sun gets high are 
treacherous in proportion to their velocity 
and to the speeds of competing cars. Thus, 
fast cars can be grounded for hours and 
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troubles have been solved and the whole package has been 
perfected for this year’s all-out attempt on the record. 


One of the veteran speed run observers, 
author Borgeson brings real knowl- 
edge and enthusiasm to his story. 
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Art Arfons and his Green Monster, 
powered by a huge Allison aircraft 
engine, are back for another try. 


even days at a stretch and in a hard blow 
nobody runs. Rain can always deluge the 
Salt, but water deposited on the surface 
usually has evaporated by the following 
morning. 

At any rate, Bonneville’s speed week is 
none too long at best and, consequently, 
herculean labors are commonplace. After 
a dozen hours in the sun (it’s not always 
hot, by any means) you return to your 
motel room for a refreshing shower. There 
is a knock at the door and a T-shirted 


Flying Caduceus 


Dr. Nathan Ostich and his jet-powered Flying Caduceus 
will be big factors in the 1961 Bonneville story. Some first- 
year bugs have been chased away and, with modified air 





The most exciting new car being prepared for Bonneville is the jet-powered 
Spirit of America by Craig Breedlove. Shown in model form above, 
the car may not be completed this year. Its eventual goal is 600 mph! 








Ermie Immerso’s small streamliner is powered by two huge, blown Lincoln 
engines. With its tiny size and big powerplants, this little 
Dean Van Lines Special is capable of surprising many front runners. 





enthusiast who’s labored all day asks, 
“Could we plug our drop cord into one 
of your sockets?” You say, “Sure” and pass 
the cable through your window. Into it are 
plugged lights, drills, what-have-you, and 
out comes engine, down comes rear end. 
At midnight they’ve just found the trouble 
and a crew member takes off for Salt Lake 
City, to sleep on the doorstep of some 
parts house. Or, they just work all night 
long, fall on the grass for a couple of 
hours’ sleep and are back in the morning's 





first lineup of cars. This sort of activity 
goes on constantly, adding to the pace and 
suspense of the meet. 

These are not just a mob of speed-happy 
kids. In fact, if the average age of con- 
testants were tabulated it would probably 
work out to be in the mid-thirties. There 
are many father-and-son, man-and-wife 
and family teams. Because they love ma- 
chinery, most make their living somewhere 
in the automotive field. But many do not. 

continued 


ducts, steering and suspension, the cigar-shaped stream- 
liner is set for some all-out speeds. Engineer-designer of 
the Doctor’s project is Ray Brock of Hot Rod magazine. 
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Doctors, brokers, corporation executives 
and businessmen are among the Nationals’ 
most ardent participants. 

If you have the time and ability to 
travel, there’s nothing to keep you from 
spectating at this unique event. A $3 pit 
pass, which includes hospital and medical 
insurance, will get you into the heart of 
things for the whole six days. Or, you can 
go as a contestant, if only to take the air 
cleaner off your street machine and push 
it, flat out, over the fastest speed course on 
earth. Your patronage will be welcomed 
because your $28 entry fee (includes four 
pit passes; post-entry, after August Ist, is 


$35) will help to defray the considerable 
expense of this non-profit spectacle. Why 
not? It’s a memorable, cheap vacation. 

Speed on the Salt began in 1906, when 
young Bill Rishel pedaled across it on a 
bicycle — his part of a transcontinental 
relay race! In 1909 he put a Packard on a 
railroad flat car and ran it on the Salt. In 
1914 Los Angeles car dealer Domenich 
Basso took Teddy Tetzlaff and a Blitzen 
Benz to the Salt in the same way and came 
back with a then-fantastic clocked speed of 
147 mph. 

Ab Jenkins, “The Mormon Meteor” and 
one-time mayor of Salt Lake City, was the 


public-spirited citizen who really estab- 
lished, single-handedly, the Salt as the 
scene of ultimate speed. There he re-wrote 
the International Record book on his own, 
showing the superb suitability of this 
course for extreme speeds. Then he went 
to work to lure to Utah those record- 
seekers who were risking their lives on 
less-safe surfaces. Finally, in 1935, he con- 
vinced Sir Malcolm Campbell, who came 
to the Salt and pushed the LSR to 301.13 
mph. From that time all speeds in excess 
of 300 mph have been achieved on this, 
“the world’s safest race course.” 

It is safe for many reasons. It is hard, 












































WHY DO IT? 


An MT staffer tells why 
he seeks speed on the Salt 


by Bill Burke 


One of the most important contenders on the Bonneville 
Flats this season is a member of the MOTOR TREND Staff, 
Advertising Manager Bill Burke. A speed veteran of many 
years, Burke last year set a new record in class D by pushing 
his little rear-engined streamliner with a Falcon engine to 
205.94 mph. This year Burke and Mickey Thompson have 
converted the car to house four different versions of the 
Pontiac Tempest engine in an effort to crack most of the 
existing under-300-cubic-inch streamliner records. Presented 
below are his own thoughts on what it means to challenge 
the speed barriers. 


Each year after running a car on the Bonneville Salt Flats 
in Utah, friends, relatives, business associates and everyday 
acquaintances ask me the same questions. Why do you build 


Author Burke, left, and Mickey Thompson 
have modified streamliner for new record attempts 
powered by variations of the Tempest engine. 


cars to go fast? What does it feel like to travel at speeds over 
200 mph? Isn’t it dangerous? What do you think about 
before and during the run? And, inevitably, what does it 
prove? 

Why build fast cars? The answer is short and simple. In 
building a fast car, you prove to yourself that you can build 
a special car, of your own design and in the class of your 
choice. Construction of the car involves using your own 
ingenuity and that of your friends and buddies. Because of 
the overwhelming expense, the ingenuity is a major factor 
in the construction of the car. 

The months of building the new car are filled with talk 
of speed, possible potential, special handling problems that 
might arise at various speeds, and whether the construction 
of the frame, roll bars and safety harness is sufficient. Then 
the final question, “Is it safe and strong enough to withstand 
a crash at high speeds?” 

This is a subject that can be discussed for hours and days, 
but the final answer remains constant — build it strong 
enough and safe enough so that in your own mind, when 
the time comes for the all-out run and you climb in and 
buckle the belt and safety harness, you know everything 
possible has been done for your protection, and come what 
may — here you go. 

What does it feel like to travel at speeds over 200 mph? 
The only impression of high speeds on the salt flats comes 
from perceiving objects passed, such as mile marker signs 
and timing stands. In addition to these, prior to the run, 
calculations have been made as to gear ratio, tire size and 
rpm’s the engine will turn, giving the driver a fairly close 
estimate of speeds he is turning. 

There is another factor that arises due to high speeds — 
that is the wind. Being unable to test the design in a wind 
tunnel, we have no indications of what effect wind pressures 
will have on the car at speeds, plus the varying side winds 
that blow across the course at different velocities. These 
tend to make the car act unusual. To illustrate, while holding 
the steering wheel very firm, following the black line down 
the center of the course, the car will be blown sideways as 
much as 30 feet, and without correcting the wheel, the car 
will then drift back on the course again. Or, for instance, as 
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hard as concrete, so that there is no danger 
of digging in and overturning for that rea- 
son, if a car gets sideways ...as is the case 
on sand or dirt. It is long and wide... 
14 miles by six under optimum conditions, 
10 by five at the worst. It’s flat as a table 
and there’s nothing to bump into. Drivers 
who have blanked out from fumes at over 
200 mph have just coasted to a safe stand- 
still. And even when the weather is hot 
the Salt always is kept cool by the under- 
lying brine which the sun draws to its 
surface. Its kindness to tires is legendary. 

The Southern California Timing Asso- 
ciation was founded in 1937, when its 


major arena was Muroc Dry Lake in Cali- 
fornia. Seeking greater speed with greater 
safety, executives of SCTA and HoT RopD 
Magazine (notably Wally Parks and R. E. 
Petersen) visited Wendover and Salt Lake 
City in 1949 to organize the first annual 
Bonneville National Speed Trials. Gus 
Backman, head of the Salt Lake Chamber 
of Commerce, had backed Jenkins and he 
backed them. Blair Lamus, son of the man 
who built the highway across the Desert 
and manager of Bonneville, Ltd., gave his 
full cooperation and the full benefit of his 
unique knowledge of the mysterious Salt, 
which was one of the loves of his life. It 


should be mentioned here that the original 
highway across the Desert was financed 
largely through the efforts of Bill Richel, 
who had pioneered its crossing on wheels, 
and who later worked closely with Back- 
man and the Lamus’ to bridge the wilder- 
ness for motorists. 

There are bigger salt flats elsewhere in 
the world —in Australia, Bolivia and 
Chile, to begin alphabetically — but they 
are highly inaccessible. Bonneville is ours 
and, relatively, is at our doorstep. And as 
long as ours is the automotive civilization, 
which it is, Bonneville will continue as the 
world’s greatest shrine of speed. /MT 
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the speed rises the car becomes lighter, more airborne. This 
last item becomes the most critical for the streamliners now 
attempting to break the world land speed record. 

What do you think about before and during the run? 
There are many things that pass through your mind from 
the time you climb into the car at the starting line until you 
roll to a stop nine miles down the course. There is no pat- 
tern of thought, except for the operational details that come 
in a sequence. 

You climb in, buckle the belt and harness. All the time, 
you are wondering, “Would this really hold me in if I get 
upside down?” The crew places the canopy over the cockpit, 
you turn the clamps, and the crew puts a strip of heavy tape 
over the seams to make sure air will not lift the edges. 
“Hope I'll be able to break the tape loose at the finish.” 

The starter checks the timing stand for course clearance, 
gives the OK, the crew primes the injectors, one of them 
shouts, “Switch on — hit it!”» You press the starter button; 
it fires first time, rev it a little, sounds clean and healthy. 

The starter signals “Go,” you put it in low, let the clutch 
out easily. All the time you keep the engine turning 1000 
rpm. Sounds fine, here we go; check the fuel valve, full on; 
tach now 5,000; feels great, now 6500 rpm; pull her out 
of low, now into second; OK, now stand on it; man, this 
course is sure rougher than last year; oil pressure 80 pounds; 
water temperature 185°. Sure glad we used a radiator this 
year; there’s the one-mile observation post. Tach reading 
6900; engine sounds a little flat; better shift. Easy — back 


Important safety feature of the 
little Burke car is healthy roll 
bar. Driver’s head fits in side unit. 


into high, fine. Tach now 5600; hope the little jewel holds 
together. There comes the timing stand. Tach now 6200; 
we're moving now, boy. Wonder how it looks to the spec- 
tators. Man, we worked hard on this car, hope we really turn 
a fat one. Here’s the start of the trap; tach 6600; there’s the 
end of the quarter-mile trap; now the mile; come on, babe — 
go! Tach 6700; here comes the end of the mile trap; hold 
on; one more reading of the instruments for the crew — oil 
80 pounds, water 180°, tach 6850, great, we’re through it — 
Amen! Now, fuel off; out of gear; switch off; man, what 
a beautiful day; the crew will sure be happy with this run; 
has to be over 200. 

Truthfully, the most beautiful part of the run is shutting 
down the engine knowing the run was potentially successful; 
to relax and coast the vast expanse of salt taking in all the 
surrounding beauty with a feeling of success. You glide to 
a stop, pop open the canopy, step out and look fondly at 
the little streamliner, walk around on a quick inspection of 
tires, find everything OK, give the skin a resounding slap, 
saying out loud, “Well, babe, we did it.” Then, sit down on 
the salt and wait for your crew to come steaming up with the 
speed. Here they come, and as they get closer, you can see 
they are smiling — you know the run was good. The crew 
plays it cool, one of them asks what was the oil pressure, 
hmmm; how hot, hmmm; then you ask how fast? No answer. 
What tach reading? How did it handle? Finally, the crew 
members laugh, one of them says, “Well, boy, we did it — 
202.36 mph. Tomorrow we run for record.” 


A veteran of many years’ competition at Bonneville, Burke last 
year broke the record in Class D with 205.94 mph. The small, 
rear-engined streamliner was powered by a Falcon engine. 





MOTOR TREND/SEPTEMBER 1961 


41 




















$$ ___ 





MIT's exclusive test 
of one of the most respected 
imported luxury cars 


= AUTOMOTIVE IDEAS from both sides of the Atlantic are 
combined in the Jaguar 3.8 sedan. A compact package only 
180.8 inches long, it contains a potent six-cylinder engine 
basically similar to that used in Jaguar sports cars, together 
with a superbly roadable chassis highlighted by such features 
as disc brakes. 

To these exotic components from European racing machines, 
the 3.8 adds American concepts of convenience in the form of 
an optional automatic transmission and power assists for both 
the steering and brakes. 
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In displacement, Jaguar’s 3.8-liter, six-cylinder 
engine is roughly equivalent to Detroit Sires. Re- 
finements, however, have made it far more powerful. 





At first glance, the specifications of the 3.8 engine read very 
much like those of a big U.S. Six. Displacement is 230.6 cubic 
inches, or, to explain the car’s designation, 3.8 liters, while the 
compression ratio is a modest 8-to-1 and the two carburetors 
are of the single-barrel type. 

Yet the 3.8 has 225 hp at 5500 rpm, nearly one full hp 
per cubic inch, and 240 lbs.-ft. of torque at 3,000 rpm. 

The secret of its efficiency is its race-bred design. Similar 
to the XK powerplant, it is a classic example of an engine 
seasoned by competition experience. Typifying its overall rug- 
gedness, seven main bearings support the crankshaft. The stroke 
is relatively long, the aluminum pistons thrusting 4.17 inches 
through cylinders measuring only 3.42 inches in bore. The 
block is cast iron but the head, which incorporates hemispherical 
combustion chambers developed from the Jaguar “C” and “D” 
racing units, is made of aluminum. Finally, topping the whole 
works are dual overhead camshafts. 

The result of such a sophisticated approach is an engine which 
delivers its high output with a minimum of fuss. The 3.8 per- 
forms beautifully with the smoothness and flexibility one expects 
in a luxury vehicle. It is a relatively quiet powerplant, too, 
normally operating with a gentle purr. It will raise its voice 
under full throttle, but just enough to please the enthusiastic 
sort of driver apt to choose such a car in the first place. 

Jaguar’s automatic transmission is the Borg-Warner unit 
consisting of a torque converter and three-speed gearbox and 
offered in this country by Ford, American Motors and Stude- 
baker-Packard. A four-speed manual with overdrive is actually 
standard in the 3.8 but is fitted to very few of the cars shipped 
across the Atlantic. The rear axle, which includes a limited-slip 
differential as regular equipment, has ratios of 3.54 with the 
automatic and 3.77 with the manual. 

As adapted for Jaguar, the B-W automatic has a special 
anti-creep device actuated by the brake pedal and a manual 
control to engage second gear. 


Sleek Jaguar sedan embodies many of the best elements 
of a modern European sports car in a package that 
has adopted many American concepts of convenience. 


The normal B-W unit can be downshifted to second by 
pulling from “D” range to “L” above first-gear road speed. If 
the car is slowed, however, the transmission will drop to first 
and not return to second without being shifted back through “D.” 

But in the 3.8, it can be dropped into second or held there 
during acceleration with, literally, a flick of the finger. The 
control is a simple lever at the left side of the dash, replacing 
the overdrive switch used in the manually-geared Jaguar. And 
when the feature is used, the transmission not only shifts down 
to first but back up to second as the speed of the car demands. 

continued 


Instrument cluster is neat, comprehensive and has a prac- 
tical layout which makes driver controls easy to see 
and use. Although car is an automatic, tach is standard. 





eta 
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One area in which the sedan is dis- 
appointing is in the trunk, where lug- 
gage space is considerably limited. 


JAGUAR 3.8 ROAD TEST 





An excellent feature is the manner in which the instru- 
ment cluster quickly disengages and drops down to 
permit repairs or adjustments to the electrical system. 





JAGUAR SEDAN HANDLES LIKE THE SPORTS CAR FOR WHICH ITS NAME IS FAMOUS, YET IS COMFORTABLE AND EASY TO DRIVE. 


In effect, it works like the “2” range in Chrysler’s Torqueflite. 

Performance of the automatic 3.8 compares favorably with 
that of our better V-8’s. The test car's acceleration times from 
zero to 30, 45 and 60 mph were 4.2, 7.2 and 10.8 seconds, 
respectively. 

Judging from experience with other makes using the B-W 
transmission, that 0-to-60 figure is between 1.5 and two seconds 
slower than could be expected with the manual gearbox. The 
four-speed Jaguar should be able to hold its own against all 
but the hottest Detroit machines. 

Fuel consumption is quite moderate for a car of such per- 
formance. The test car operated in a 15-to-19-mpg range and, 
with the manual shift, it would be reasonable to hope for 
averages one or two mpg higher. 

The 3.8 is capable of safe travel well in excess of most legal 
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speed limits. Stable suspension, consisting of independent coils 
in front and quarter-elliptics in the rear, provides the ideal 
complement for the car’s performance. The spring rates are 
relatively firm by U.S. standards, and Jaguar mechanics place 
an unusually strong emphasis on varying tire pressure for 
different kinds of driving. 

The primary goal is a steady ride at high speeds and it is 
achieved admirably. Extremely sure-footed, the 3.8 imparts a 
remarkable sense of security to both driver and passengers. 
It squats right on the highway with no floating tendencies what- 
ever. Even at city speeds, the feeling of stability is apparent. 

The road is felt by the car’s occupants, though seldom with 
any harshness except on very hard, irregular surfaces. Severe 
shocks are noticed just once, however; rebound is cancelled 
immediately. 
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Side windows and vents seal the passenger compartment 
from external noises and drafts exceptionally well. 
Notice the rear wind vents plus a roll-down window. 


Cornering is firm, flat and accurate. Body sway is slight for 
a sedan, and a skilled driver soon finds the proper amount of 
throttle pressure to keep the car in the groove on tight turns. 
Quick correction is a slight problem, though, until the feel of 
the power steering is mastered. While more sensitive to the road 
than the systems used in most domestic makes, it seems unusu- 
ally light to drivers coming to the 3.8 from other high-powered 
imports. 

The steering requires 4.3 turns lock-to-lock but is quicker 
than such a figure might indicate because it turns the car around 
in less than 36 feet. 

Drivers of all sizes and shapes have little trouble arranging 
themselves comfortably in the cockpit. The seat moves not only 
fore and aft, but also up and down. In addition, a telescoping 
steering column allows the wheel to be repositioned. 

Matching five-inch dials house a speedometer and tachometer 
right in front of the driver. The tach may seem dilettantish in a 
car with an automatic shift, but Jaguar’s modification of the 
B-W transmission allows enough manual control to justify the 
instrument. Besides, a Jaguar would not seem right without a 
tach! 

Secondary instruments and toggle switches for minor controls 
are at the center of the dash, all clearly marked and well illumi- 
nated. The panel is easily removed for access to the wiring. 
Immediately below on the transmission hump is a leather-covered 
console that includes radio and heater controls and an ash tray. 

The front seats are not fully contoured but the foam rubber 
padding in their pleated centers is softer than that around the 
edges. Occupants sink into them slightly and get a bucket effect. 

With the windows closed, anything happening ’outside the 
car can barely be heard by the passengers, yet plenty of fresh 
air is delivered through the cowl ventilator. The front vent 
wings are carefully designed to cock at 45 or 90 degrees. In 
the lesser position, wind noise is astonishingly low. There is 
almost none of the usual howl and pitch from the air rushing 
past. 

Considering the 3.8’s potential as a highway car, it is dis- 
appointing to find it has a rather small, 13.5-cubic-foot trunk. 








Considering its short overall length, the Jaguar sedan 
has an excellent back seat with comfort that exceeds 
most American-made cars with the same dimensions. 


The sloping deck restricts cargo space considerably. The com- 
partment is deep, though, extending to the back of the rear seat. 
The floor is level, except for a slight kick-up over the axle, and 
is covered with a detachable piece of leatherette. 

The spare tire and tools are carried in a space of their own 
underneath the trunk. The tire rests horizontally, carrying in its 
middle a neat case for the tools. In addition to the usual pliers 
and wrenches, the kit includes such items as a tire gauge, grease 
gun and spark plug and tappet feeler gauges. /MT 
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Jaguar3.8 

Four-door sedan 

$5195 

Dohc 6 

230.6 cubic inches 

8-to-1 

Two single-barrel 

225 @ 5500 rpm 

Three-speed automatic 

3.54 

15 to 19 miles per gallon 

0-30 mph in 4.2 seconds, 0-45 mph 
in 7.2 seconds and 0-60 mph 

in 10.8 seconds 

Indicated 30, 45 and 60 mph are 
actual 30, 45 and 60 mph, 
respectively 

Indicated 100 miles is actual 
104 miles 

13.9 Ibs. per horsepower 


98 
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If you think you are getting a factory guarantee 
on the new car you're buying, you are being deluded. 
That scrap of paper is a “dealer warranty” and de- 
pends upon his personal integrity for its effectiveness. 


HIS YEAR all American automobile manufacturers extended their warranties to at 

least twelve months or 12,000 miles. Few other automotive developments have 
ever been greeted with so much universal enthusiasm. Most of the acclaim came 
from persons who believed that now any car buyer could be certain that his new car 
would be mechanically perfect at the end of the first year or someone would fix it 
cheerfully and free of charge. But other, unhappy and disillusioned new car owners 
have discovered that the new 12/12 guarantee isn’t exactly all it is supposed, and 
rightly, should be. 

Much of the new car guarantee confusion seems to be tied to the belief that the 
manufacturer guarantees everything about his car to the buyer for a full year. This 
isn’t true. In fact, no American car manufacturer guarantees the new car buyer a thing! 

The Washington state supreme court summed up many of the evils in new car 
guarantees recently when it expressed an opinion in a new car guarantee case that had 
gone that far. Automobile warranties, the court wrote, “take away so much of the 
implied warranty and give so little of express warranty” that the protection they give 
the new car buyer is illusory. .. . The purchaser is in no position to bargain, because 
practically all manufacturers . . . and their dealers all insist upon this particular 
warranty.” 

In spite of this disheartening outlook, new cars are repaired free, and are repaired 
under a guarantee. In fact, one Detroit manufacturer spent $250,000,000 in 1960 
just to keep its customers happy. And the total bill for warranty work could be over 
$750,000,000 for the 6,576,600 cars sold that year. 

This is encouraging news for the individual who discovers an imperfection on his 
new car. But these figures are misleading and are absolutely no indication of just how 
easy it was to get the guarantee work done. 

And for the fellow whose car is only a few weeks old, and is apparently mechanically 
perfect there is an equally sobering fact. There are 1,307,674,368,014 different ways 
that the 15 major assemblies of his car can fail. If his new car does have a malfunction, 
he will find it is frequently anything but easy to get the guarantee work done. 

It begins with the car owner who has a complaint which he claims is due directly 
to poor workmanship or a defective part. In the most glaring example of guarantee 
blues the situation ends in a long series of exchanges between the customer and the 
dealer who places responsibility on the factory; and between the customer and the fac- 
tory which places responsibility on the dealer. To paraphrase a child’s game, it is often 
“piston, piston, who’s going to put it in?” 

To see how such a sorry state of affairs can come about it is only necessary to 
examine one of the 12/12 guarantees given by the factories. Although this warranty is 
for an individual company, the wording is typical, and almost identical, to all guarantees 
given by all factories on all new cars. ‘4 

s) warrants to its dealers each new passenger vehicle sold hereunder, 
to be free from defects of workmanship and material under normal services and use. 
Its obligation under this warranty being limited to making good any part or parts 
thereof, including all equipment or trade accessories (except tires) supplied with 
the car, which shall within 12 months after making delivery on said passenger car 
to the original purchaser, or before such passenger car has been driven 12,000 miles, 
whichever shall first occur, be returned to it with transportation charges prepaid, in 
which its examination disclosed to its satisfaction to have been defective.” 

This is the only warranty issued by any factory on its new car. And although the 
wording will sound familiar to many new car owners, the buyer never sees it. The first 
four words quoted explain this and also why no car owner gets an actual guarantee 
from the factory. What is given as a 12-month or 12,000-mile guarantee, is a “Dealer’s 
Warranty.” The dealer from whom the car is later purchased is required by the company 
to guarantee in turn that the car will meet the requirements for which it was built. 

The dealer alone is responsible for installing parts, making adjustments and 
generally keeping the buyer happy. What this means in simple terms is that the buyer 
receives an adjustment from the dealer, who in turn (through his “Dealer's Warranty” ) 
receives an adjustment from the manufacturer. But to the car buyer seeking a repair 
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NEW CAR WARRANTY 


through his guarantee the most important 
fact is that it is the dealer alone who 
decides whether the part to be replaced or 
repaired was defective, poor workman- 
ship — or due to the owner's negligence. 

The only legal redress the owner has is 
the scrap of paper on which his war- 
ranty is printed. Therefore it is important 
to examine a typical 12/12 warranty. Like 
the “Dealer Warranty” shown previously, 
this is a regular new car warranty and for 
illustration is the one given by Ford 
Motor Company. The wording is also 
almost identical in meaning to every other 
new car warranty now being issued by 
American car manufacturers. Notice the 
similarity in the wording to the “Dealer 
Warranty.” The only significant change — 
and the most important — is in the first 
line, especially where the word “warrants” 
is changed to “has warranted.” 

“The Ford Motor Company has war- 
ranted to the dealer, who pursuant to his 
sales agreement with the company, hereby 
on his own behalf, warrants to the pur- 
chaser, each part of this Ford Motor Com- 
pany product, to be free under normal use 
and service, from defects of material and 
workmanship for a period of twelve 
months from date of delivery to the pur- 
chaser, or until it has been driven twelve 
thousand miles, whichever comes first. 

“This Warranty shall be fulfilled by the 
Dealer, (or if the purchaser is traveling, 
or has moved to a new locality, by any 
authorized dealer) replacing at his place 
of business, free of charge, including re- 
lated labor, any such defective part. 

“This Warranty shall not apply to tires 
or tubes (appropriate adjustments for 
them being provided by their manufactur- 
ers) or to normal maintenance services 
(such as engine tune-up and brake inspec- 
tion) or to normal replacement items 
(such as filters, spark plugs and ignition 
points ). 

“This Warranty is expressly in lieu of 
any other express or implied warranty, in- 
cluding any implied warranty of merchant- 
ability or fitness, and of any other obliga- 
tion on the part of the Dealer.” 

On re-reading this warranty several im- 
portant facts which might be overlooked 
by the casual individual should be 
examined. Not the factory, but the dealer 
issues the warranty to the buyer. It specifies 
“normal” use and service, which does not 
include passenger cars as dragsters, tow- 
ing or backwoods vehicles. A “material” 
defect is easy to verify. Hard to spot is a 
defect of “workmanship,” which may fall 
into the classification of adjustments dur- 
ing mew car preparation, or problems 
which become noticeable only with travel. 

It is further stated that defective parts 
should be replaced by an authorized 
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dealer. When no authorized dealer is 
handy, it seems likely, that returning a 
faulty part to your selling dealer may 
result in some type of refund on a legit- 
imate warranty claim. 

One of the most important points is in 
the last paragraph. Promises as to warranty 
or service you may expect from your car 
made by a salesman or mechanic can be, 
and often are, considered statements with- 
out obligation. 

Although the dealer is designated with 
primary authority to make good on the 
guarantee he in turn has a guarantee from 
the maker. There is, then, another element 
which must be considered part of the new 
car guarantee — the attitude of the maker 
toward the guarantee. It is one of the most 
important facets of any new car warranty. 

A Chrysler Corporation spokesman, for 
instance, recently told a group of car 
buyers. “You, as a customer, have a 
responsibility to give the selling dealer a 
chance to solve your problems. Our dealers 
have permission to repair or replace any 
major component which could be expected 
to last for the major portion of the life of 
the car, but which failed under normal 
use during the 12-month or 12,000-mile 
period. Of course, the failure must clearly 
be not an owner responsibility.” 

American Motors said the same thing 
in a different way, this time in a directive 
to their dealers. “In all dealings with 
owners, every attempt should be made to 
bring complaints to a conclusion as quickly 
as possible. Each individual case should 
be carefully investigated and handled on 
its individual merits. The customer should 
be given every reasonable consideration. 
If he’s entitled to an adjustment, it should 
be given promptly and cheerfully. If he is 
not entitled to an adjustment, time should 
be taken to give a clear explanation that 
will prove satisfactory to the owner and 
retain his good will.” 

Ford, whose warranty was examined 
previously, also instructs its dealers on 
how to handle warranty problems. “If 
after exerting every effort to satisfactorily 
conclude a claim, the customer nevertheless 
is not satisfied, the dealer or a member of 
his management group should promptly 
contact the District Service Instructor, or 
Service Department, for assistance.” 

This then is the ground work. First a 
written agreement between the factory and 
dealer — with the factory agreeing to back 
the dealer in replacing or repairing de- 
fective parts or sub-standard workmanship. 
Second a written agreement between the 
dealer and the customer — the warranty 
delivered with your new car. 

But suppose all good intentions and 
printed agreements are to no avail. You 
have bought a new car. It is not what 
you think it should be. What now? 

Your first step is to return to the selling 
dealer and see the service writer. If neces- 


sary, talk with the service manager and get 
a fresh viewpoint. If this does not resolve 
your problem, question the general man- 
ager, or owner, who has overall respon- 
sibility for investment of the dealership. 
At this point, if there is no workable solu- 
tion offered for your problems, the dealer 
(or you) should telephone or write the 
nearest factory customer relations depart- 
ment. 

They should review the situation and 
inspect repair orders concerning your car. 
In some cases a service representative will 
visit the dealership to reach a mutually 
satisfactory agreement with you. Or the 
factory man may ask you to return in a 
couple of weeks because the “fix” has not 
arrived. Usually he is not stalling. The 
reason for his request is that when a 
problem is found, factory engineers often 
must remedy the situation. Their solution 
must be approved by management, the 
parts shipped to a field warehouse before 
the “fix” can be applied to your car. 

If you can’t convince the factory repre- 
sentative that your complaint is justified, 
you might just as well forget it. It is just 
possible you are wrong. But even if you 
are right it may take less time, effort and 
money to pay for the repairs yourself. 

The most important step in the chain of 
events leading to getting warranty work 
done is the final one— notifying the fac- 
tory of your complaint. Although the 
dealer is morally and legally obligated to 
make good on malfunctions in a guaran- 
teed car he is also the only designated 
judge as to whether this repair work comes 
under the warranty or is the responsibility 
of the owner. But a final appeal made 
directly to the manufacturer will often 
bring results when all else has failed. 

There are several good reasons why a 
dealer will try to talk you out of a repair 
job under the guarantee. He may not want 
to tie up his repair facilities doing a job 
that will bring him little or no profit. Or 
he may be trying to cover up an oversight 
or error in the preparation for which his 
agency is responsible. In fact, some deal- 
ers are in a constant state of turmoil with 
the factory over charges submitted for 
guarantee work that was never done. 

But regardless of the reason, you want 
your car put in order — and if your com- 
plaint is legitimate by all means take your 
case to the factory. 

Much of the misunderstanding between 
a car owner and the dealer begins simply 
because not everything on the car is cov- 
ered by the warranty. On the basis of 
present factory policies it appears that 
spark plugs, ignition points, seal beam 
units and light bulbs must physically 
break before you can expect a dealer to 
replace them under the 12/12 warranty. 

You may also find your claims regard- 
ing interior trim, convertible tops, chrome 
and stainless steel parts, brake lining, 
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clutch plates and paint will result in more 
than casual questioning. Damage to such 
parts is frequently a result of owner 
negligence and a dealer is often quick to 
blame the owner. 

Negligence, as used in a car warranty, 
can be illustrated by a case of ruined brake 
drums. Suppose a car owner wears the 
brakes on his new car completely out then 
continues to use them although they squeal 
like mad. In this situation the drums would 
be badly scored, perhaps even ruined. The 
dealer would be entirely justified in refus- 
ing a warranty claim because of negligence. 

Another reason for misunderstanding is 
that many persons believe a defective part 
calls for a new assembly. This owner de- 
mands an entire new engine if a piston 
breaks. But the factory-dealer warranty 
(and necessarily yours) covers only the 
defective part, not the assembly. Should a 
complete assembly (engine, transmission, 
etc.) need replacing, the dealer first must 
obtain factory approval. 

Since tires are excepted from the 
dealer’s warranty, it is worth knowing 
what a tire manufacturing company will 
do. Typical warranty instructions ( Fire- 
stone Tire and Rubber Company) say, 
“The time service guarantee warrants that 
construction and quality of our tires is 
such that they are capable of successfully 
resisting virtually all normal road hazards 
for a liberal time period of each type of 
tire. If the injury occurs within the time 
service period, the customer pays only for 
the tread he has worn off, not for the 
number of months elapsed since he bought 
it. Defects in workmanship and material 
are covered for the life of the original 
tread.” 

When purchasing a new car, ask the 
dealer how to obtain the guarantee card 
on the tires. Generally speaking an auto- 
mobile dealer will assist in filing claims 
for tire warranty service. 

Batteries are slightly different from tires 
as far as the warranty goes. A new car 
battery is usually covered by the car 
dealer on the basis of outright replace- 
ment, as long as it is within limits of the 
new car warranty. After a car passes the 
12/12 point, its battery falls within a 
battery maker's warranty period. Adjust- 
ments are ordinarily made on a pro-rata, 
months-of-service basis only. 

What happens if a non-standard part, 
such as a hot cam, is installed in the new 
engine? This could affect the warranty, 
insofar as camshaft and power train per- 
formance are related to one another. If 
the dealer feels that this has affected ad- 
versely any part, engine, transmission, etc., 
the warranty could be voided on this point. 
This means that at the dealer’s discretion 
he could refuse to repair almost anything 
except such obvious items as the paint, 
trim, upholstery, etc. 

Before making any conversion of a non- 


standard nature, it is wise to check the 
dealer on how the warranty will be af- 
fected. And remember what he says and 
doesn’t write will not be of any value if 
repairs are needed later. 

On the other hand factory parts have 
a warranty system all their own. American 
Motors say, “Parts and accessories sold 
over the counter will . . . be covered by a 
90-day or 4000-mile policy . . . accessories 
installed by an authorized dealer . . . for 
a minimum of 90 days or 4000 miles, or 
for the unexpired portion of the 12-month, 
12,000-mile warranty.” 

Chrysler parts are warranted for 90 days 
or 4000 miles against defective material 
or faulty workmanship. In addition, the 
dealer has a policy adjustment period 
which stretches to 12 months and 12,000 
miles. If the dealer feels the parts have 
failed through faulty material or work- 
manship, although they exceed the 90-day 
or 4000-mile mark, he is authorized by 
the factory to repair or make any adjust- 
ment. 

Many owner-dealer arguments involve 
warranty claims for front-end alignments. 
Warranty policies specifically exclude 
alignment because front-end maintenance 
is primarily your responsibility. If your 
car was properly prepared for delivery 
(and it is your job to see that it was) 
alignment was set when the car left the 
dealership. With normal driver care it 
will remain that way. 

“New-used” cars are often a warranty 
headache. Automakers insist that dealers 
give the purchaser of a “demonstrator” 
every mile, and every day of the warranty 
remaining from the date the car was first 
put into demonstrator service. American 
Motors says it in this fashion: “Vehicles 
owned by other than the original pur- 
chaser, can be considered to be covered 
by any unexpired portion of the warranty 
period.” 

“Bootleg” new cars off used car lots 
or those purchased through discount stores 
were mentioned in a recent press con- 
ference by a General Motors executive who 
said, “Our position (GM’s) has always 
been that we have such an interest in the 
product that we will protect the first retail 
customer through protection of the prod- 
uct and its owner.” 

Touring car Owners are discussed in 
this memo by a major factory to its dealers. 
“When an owner is on tour, and stops in 
the place of business of a dealer, from 
whom he did not purchase the car, and 
it is required that work be performed in 
conjunction with the warranty or special 
policy period, he should not be asked to 
pay for the parts and/or labor and then 
collect from his dealer when he returns 
home. Any such cases should be handled 
as though the tourist were that dealer's 
own customer and the claim be processed 
accordingly. The servicing dealer may feel 


assured that the adjustment will be 
recognized (by the factory ).” 

Harder to handle are claims for work 
done during the warranty period by an 
independent garage. According to a Ford 
service manager, “Your warranty does not 
apply to work done at independent garages 
or other dealerships. If emergency war- 
ranty work is required where there is no 
Ford dealer, or when the Ford dealer 
garage is closed, an adjustment may be 
made by the Ford dealer from whom you 
bought the car. Naturally you must satisfy 
him the work was paid for, that it was 
covered by the warranty, and give him the 
faulty part so he may claim credit from 
the factory.” 

But regardless of the many things a 
factory or dealer say they will do, and 
often actually do to keep up their end of 
the warrantly bargain they made when 
you bought your car, one thing is certain. 
It isn’t always easy to get warranty work 
done. 

This is because the responsibility of 
getting warranty work in motion is the 
owner's. If something is wrong with your 
car and it is covered with the warranty 
you must take it to the dealer and call his 
attention to the fact. 

Even then the dealer may all too often 
be reluctant to authorize the repair work. 
It is always the person who stands on his 
rights — the longest and the loudest — 
who gets repairs under the warranty. 

This is not good. A complaint should be 
as simple to have taken care of as buying 
the car was. But there are three view- 
points now —the owner’s, the dealer's 
and the manufacturer's —and all have 
changed since the car was sold. And the 
hardest man to convince is the dealer, if 
he doesn’t want to repair the car — regard- 
less of the reason. 

Some dealership service personnel have 
gone so far as to suggest that the car 
owner come back in a few weeks to have 
the warranty work done. Yet another two 
weeks might put the car past the period 
the warranty limit is good for. Then the 
dealer no longer feels legally nor morally 
obligated to do any warranty work. 

This does happen. It points up the best” 
advice the person planning to buy a new 
car can heed. Be convinced not only in the 
make of car you want, be absolutely sure 
that the dealer is one with whom you can 
amicably settle any warranty problems that 
may arise. In getting something fixed 
under the warranties as they are now 
written a good dealer is an owner's best 
friend. 

After the dealer, of course, the owner 
always has the possibility of appealing to 
the manufacturer. But this can be expen- 
sive, time-consuming and sometimes dis- 


appointing. 
Unfortunately, if this fails, there is 
nothing you can do. /MT 
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For quick and easy identification, the new Falcon Futura 
can be spotted by its polka-dot wheel covers and the 
three teardrop chrome ornaments on the rear quarter. 





ROAD TEST 


FORD’S FALCON FUTURA is obviously inspired 
and considerably influenced by the Thunder- 
bird. But as far as appeal goes, the choice will 
rarely be between a Thunderbird and a Futura, 
but between a standard Falcon and the Futura. 


The car driven for this test was, as are all Futuras, no differ- 
ent mechanically or in basic body construction from a conven- 
tional Falcon. It had the optional engine, a 170-cubic-inch 
version of the Falcon’s original ohv Six. This powerplant turns 
out 101 hp at 4400 rpm, with a compression ratio of 8.7-to-1 
and a single-barrel carburetor. The two-speed automatic trans- 
mission was coupled to a rear axle ratio of 3.5-to-1. 

A logical comparison for the test car is with a standard Falcon 
with an identical power team that was tested by MOTOR TREND 
earlier this year. During the performance runs, the Futura’s 
elapsed time at 60 mph was 15.2 seconds, the same as the 
previous Falcon test. The Futura recorded 4.9 seconds at 30 mph 
and 8.9 seconds at 45—both figures one-tenth of a second 
slower than the standard sedan. This difference is minimal and 
would not change any driving situation. The slower times are 
undoubtedly due to a slight weight difference between the 
regular sedan and the Futura in their test versions. 

One area in which no difference at all was tabulated was in 
fuel economy. The Futura recorded a 19-to-23-mpg range, one 
of the best records by any automatic-equipped compact this year. 

There are three optional power teams which could change 
the performance and economy of the Futura. One is the standard 
version of the six-cylinder engine which displaces 144 cubic 
inches and turns out 85 hp at 4200 rpm. With a manual trans- 
mission, or the automatic of the test car, mileage would be 
boosted, while performance would drop correspondingly. Prob- 
ably of more interest to the Futura buyer would be the manual 
shift for the 170, which is standard equipment. Another Falcon 
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With its wide doors, any two-door Falcon has excellent 
entry and exit, but the Futura has the added advan- 
tage of a flat folding front seat, making it even easier. 





FALCON 
FUTURA 


tested earlier this year with the 170 and a manual shift turned 
in acceleration runs of 4.3 seconds at 30 mph, 8.2 seconds at 
45 mph, and 14.3 at 60. Along with the increased performance, 
the fuel economy jumped to 21 to 25 mpg. This is a choice 
which literally allows the individual who wants more perform- 
ance to have his cake and eat it too. 

Like performance and economy, the difference in the ride 
and handling is infinitesimal. Yet, anyone who drives the Futura 
will be willing to bet that the car handles better and has superior 
ride. Cornering is good, but only slightly above average for the 
compact class. The same is true of the ride. Psychologically, 
however, passengers feel that the Futura is superior to the con- 
ventional sedan. This is due to the front seats, which are semi- 
bucket and are contoured enough to offer some support during 
cornering. They are also a little more generously padded with 
foam rubber, which helps smooth out any rough spots in the 
road. 

In some ways comfort is actually better than the regular 
sedan. One reason is that the front is limited to two passengers, 
which means that no one is ever crowded. Since they are 
also individually adjustable, a long-legged passenger can move 
his seat back when the driver has his adjusted well forward. 
This also helps in the back seat, where adjustments can be 
made to provide a little more rear legroom. Passengers are 
also more comfortable in a Futura, partly because of the 
additional padding. Also the middle area, which is a little 
tight for a third passenger, is just behind the console and 
the person sitting here can stretch his legs out occasionally 
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Console between the front bucket seats is actually a 
small compartment that is additional to the space 
in the glove compartment. Other details are little changed. 


for added comfort on long trips. 

The console is another indication of the Thunderbird 
influence, but it does have more than esthetic value. On long 
trips the driver, especially if he is traveling alone, often needs 
items he doesn’t have in his pocket. The console is ideal for 
this and cigarettes, sun glasses, maps, etc., can be stored here. 
The storage space is more than the regular glove compartment 
and, together with the glove compartment, a considerable 
amount of personal items are close at hand. Incidentally, since 
the Futura’s console is watertight up to the hinge cutout and it 
is lined with a waterproof plastic material, ice cubes can be 
loaded along with soft drinks. Perhaps not the use the 
console was intended for, but certainly practical when the car 
is parked for spectator events, such as races, drive-in movies, etc. 

One other practical aspect of the interior, quite apart from 
its sport flavor, is the big improvement in getting in or out of 
the back seat. The standard two-door Falcon entry and exit are 
above average, but the Futura’s is equal to the best of any two- 
door Detroit car, regardless of size. The doors are extra wide, 
and since the passenger seat folds over flat, riders can actually 
step in or out. 

The other differences between the Futura and a conventional 
Falcon are mainly visual. Polka-dot wheel covers, three teardrop- 
shaped ornaments on the rear fenders, together with narrow 
whitewall tires (a Futura option not available on other 
Falcons) set the car apart from the outside. 

Inside, convenience features include armrests and ash trays, 
both in the front and rear. Items which are more decorative 
than useful include door-to-door carpeting, deluxe white steer- 
ing wheel, a color-keyed steering column and, instrument 
panel, and door panels with washable vinyl finish. 

Deciding between a standard Falcon and the more luxurious 
Futura is a choice that must be made almost entirely on 
personal preference. There is no significant difference in the 
performance, economy, handling or ride. Size and capacity, 
except for seating, of course, do not change. The only important 
differences to account for the approximately $250 higher 
price are the plushier vinyl interior, bucket seats, console and 
the other extras which dress up the Futura. /Mt 


Engine on the test car was the optional, 101-hp version 
of the 170-cubic-inch Siz. Notice the extra fiber- 
glass lining which helps to deaden engine noise. 
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MOTOR TREND TEST DATA 
Falcon Futura 
Two-door sedan 
$2160 

Ohv 6 

170 cubic inches " 
8.7-to-1 

Single-barrel 

101 @ 4400 rpm 

Two-speed automatic 

3.50 

19 to 23 miles per gallon 

0-30 mph in 4.9 seconds, 0-45 

mph in 8.9 seconds and 0-60 

mph in 15.2 seconds 

Indicated 30, 45 and 60 mph are 

actual 27, 43.5 and 58 mph, 
respectively 

Indicated 100 miles is actual 

98 miles 

22.7 Ibs. per horsepower 

59 
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bes ONLY MASS-PRODUCED sports car manufactured in the U. S. 
is the distinction still retained by the Corvette. In all of its 
many forms it definitely possesses the characteristics and per- 
sonality necessary to bear the sports car label. It matters not 
whether someone wants a two-seater merely for transportation, 
or an all-out racing machine — there is a Corvette to fit his 
desires, no matter how extreme. 

In order to sample at least a couple of 
Corvette variations, we tested two automo- 
biles that were identical except for color 
and engine option. The more conservative of 
the two, ironically, was painted a bright red 
both inside and out — even the carpeting and 
upholstering matched the paint. Specifically, 
all that made it more conservative was the 
installation of the mild, 230-hp engine which 
is the lowest-powered unit available. 

The more sedate-appearing white test car 
displayed an identical interior except for one 
important instrument panel feature, a tachom- 
eter red-lined at 6500 rpm instead of 5300. 
Even before the key is turned to start 
the engine, this sliver of red is a dead give- 
away that a 315-hp fuel-injection engine lies 
ahead of the four-speed gearbox. 

This power and drive train package, though 
similar to previous years, received some im- 
portant alterations in the 1961 version. Intake 
valves and ports were both enlarged to 
improve breathing and help raise the output 
from the previous maximum of 290 hp. The 


of speed 





A look inside the engine compartment of the fuel-injected 
Corvette reveals a new use of aluminum. 
Both radiator and top tank are of the lighter metal. 
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Two variations of the 
Chevy sports car show contour change becomes apparent — the 
some of the many faces 








superb four-speed gearbox, fitted to both cars, now has a com- 
pletely aluminum case instead of just using the light metal 
in the tail-shaft housing. 

An under-hood view reveals one other important area in 
which aluminum is now being used —the radiator and top 
tank. The tank is divorced from the radiator and is bracketed 
to the engine, allowing a more graceful hood slope. In this 
case the use of aluminum cut the radiator 
weight in half. 

Seated in the cockpit, a 1961 underbody 


transmission hump has been narrowed so that 
the driver’s right leg and throttle foot don’t 
appear to be as cramped. 

The instrument panel is still one of the 
very few that contain a full complement of 
instruments. The only warning lights that 
appear are for the hand brake and high beam 
of the headlights. The brake light is a new 
addition for 1961; both lights spell out their 
purposes luminously, so that even an un- 
familiar driver will understand their pur- 
poses. The centrally-located tachometer is in 
a very practical position, just ahead of the 
steering wheel hub. Forward and higher, the 
speedometer dominates the center of the panel 
proper. In certain types of competition events 
it would be nice if the tach and speedo could 
trade places, so that the rev counter could 
be bigger. 

Driving both Corvettes definitely demon- 





Familiar interior of the sports car has all necessary 
instruments arranged in a near-ideal manner. Gearbox 
is one of the best. Note lockout latch for reverse. 
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ACCELERATION TESTS OF THE TWO CORVETTES SHOWED MOST DIFFERENCE EXISTS NOT AT LOW AND MID SPEEDS, BUT AT TOP END. 


strated that their character is very much the sports variety, 
even though they are very plush vehicles. Tufted carpeting and 
considerable use of chrome trim, including pattern chromed 
teardrop-shaped panels attached to the doors and kick pads, 
create an air of luxury. When you grasp the steering wheel and 
negotiate a turn at high speed, and when you shift the four- 
speed gearbox, you completely lose sight of your luxurious 
environment and realize that you are driving a true sports car. 

Both test cars were not fitted with power steering, so they 
inspired a feeling of confidence when cornering. The fast steer- 
ing ratio, which required a little better than 314 turns of the 
steering wheel from lock-to-lock, might be too stiff for some of 
the more delicate members of the fair sex, but any driver that 
appreciates the security of having maximum feel of the car will 
be very happy with-it. For those that don’t wish to flex their 
muscles, power steering is available. 

No matter what you pay for a sports car, whether it be in the 
four-figure or five-figure bracket, there is none that ‘shifts more 
easily and more consistently than the Corvette four-speed box. 
Being synchromesh in all forward speeds, all gears can be 
selected in any sequence of up- or down-shifting without gear 
clash. The best feature of all is the reverse gear lockout, which 
is controlled by lifting a couple of prongs on the side of the 
shift lever about two inches below the knob. It is impossible to 
shift into reverse unless these prongs are raised, so one need 
never fear hitting reverse when shifting into first. Without the 


lockout, many drivers have a tendency to move the lever too 
far to the right in their avoidance of reverse, with the net 
result that the lever gets hung up between first and third, so 
we can’t offer enough praise for this device. » 

The Corvette’s cornering ability is definitely in the superior 
category, and for many reasons. The car has a fairly low center 
of gravity, moderately stiff suspension and a stiff front stabilizer 
bar. Engineering wisely sacrificed softness of ride for safety 
in this machine. The body appears to lean a minimum amounte 
during fast cornering, probably because of the heavy torsional 
stabilizer bar and lighter unit of the same type on the rear 
suspension. Though this rear bar doubtless contributes to flat 
cornering, it has a detrimental effect on rear wheel adhesion. 
In a hard corner it has a tendency to take weight off the 
inside rear wheel, causing the outside rear wheel to be called 
upon to offer the majority of the resistance to side thrust. This 
is not good racing practice for power-on cornering. In actual 
driving, though the back end wasn’t uncontrollable, it did 
start drifting earlier than the other characteristics of the car 
would indicate. 

One of the pleasantest things about cornering a Corvette 
with the 315-hp engine is the behavior of the fuel-injection 
system. Since it is not dependent on its float bowl level for fuel 
metering as in a four-barrel carburetor, it acts completely 
insensitive to motion. In maneuvers that would cause a 
four-barrel-equipped engine to lose power or die completely, 
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MOTOR TREND TEST DATA 


Corvette 

Two-door convertible 

$4636 

V-8 

283 cubic inches 

11.0-to-1 

Fuel injection 

315 @ 6200 rpm 

4-speed manual 

3.70-to-1 

10 to 14 miles per gallon 

0-30 mph in 3.5 seconds, 0-45 
mph in 5.4 seconds and 0-60 
mph in 7.4 seconds 

Indicated 30, 45 and 60 mph are 
actual 29, 434% and 58 mph, 
respectively 

Indicated 100 miles is actual 95 miles 


9.6 lbs. per horsepower 


1.1 








gut 


Corvette 

Two-door convertible 

$4109 

V-8 

283 cubic inches 

9.5-to-1 

Single 4-barrel 

230 @ 4800 rpm 

4-speed manual 

3.70-to-1 

11 to 15 miles per gallon 

0-30 mph in 3.8 seconds, 0-45 
mph in 5.7 seconds and 0-60 
mph in 8.3 seconds 

Indicated 30, 45 and 60 mph are 
actual 30, 45 and 60 mph, 
respectively 

Indicated 100 miles is actual 95 miles 


13 Ibs. per horsepower 


81 
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ND TEST DATA 








the fuel-injected engine purrs like nothing was happening. 
Due to the fact that injector nozzles spray the fuel into the 
ports, much larger throttle openings can be tolerated at low 
rpm than with carburetion. One simple butterfly is all that 
is necessary to control the system instead of a complex of pro- 
gressive linkage and many throttles. Port distribution also 
eliminates the necessity for a heat riser, thereby improving 
volumetric efficiency by allowing a cooler, more dense charge 
to enter the cylinder. 

When comparing the performance of the two engine options 
tested, we should not lose sight of the fact that the difference 
goes far beyond the single area of carburetion. Though all 
Corvette engines have a displacement of 283 cubic inches, there 





is much that is done in the way of altering breathing ability 
to produce variations in output. The mildest engine is fitted 
with a hydraulic-lifter cam that limits rpm to the passenger 
car range and provides only 250 degrees of valve-opening 
duration on both the intake and exhaust valves. An overlap 
duration of 28 degrees in conjunction with the use of a four- 
barrel carburetor makes the 230-hp engine behave like the 
best-mannered passenger car. 

The 315-hp engine absolutely won’t idle under 700 rpm 
and is most consistent in the 800-to-900-rpm range because 
of the combined effects of 66 degrees of valve overlap and the 
inability of the fuel-injection system to maintain pressure 
within its lines at low rpm. The overall duration of this engine’s 
cam provides both valves with 287 degrees of opening. 

Due to the 72-degree late closing of intake valves in the 
hotter engine, plus more accurate fuel distribution from the 
injection system, an 11-to-1 compression ratio requires no 
special concessions whatsoever. The short timing and carbure- 
tion system of the mildest engine limits its compression to 
a 9.5-to-1 ratio. 

A good comparison of the performance potential of the 
two cars cannot be gained by merely comparing their low- 
speed and mid-range performance figures, because there really 
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isn’t a large numerical difference. However, a time of 8.3 
seconds 0-to-60 mph for the mild engine as compared to 7.4 
seconds for the hot version will impress those that have 
experience in the field of acceleration testing. A quarter-mile 
run would show a very large difference between the two. 

In all ranges of acceleration, both cars would make more 
impressive showings if they had special tires and rear end 
gears more favorable than 3.70-to-1. This is actually the small- 
est ratio available in a Corvette, equipped as the test cars were, 
with a four-speed transmission and limited-slip differential 
combination. 

Though our road test dealt only with the mildest and hottest 
engines available, there are three other optional powerplant 
choices possible: a 245-hp, 270-hp and a 275-hp. The most 
conservative of the three is the same as the 230-hp engine, 
except that it is fitted with dual-four-barrel carburetion. The 
270-hp engine follows the same trend, but in addition to the 
carburetion a longer-duration mechanical-lifter cam replaces 
the hydraulic assembly of the two milder engines. At the other 
end of the list, the 275-hp option is the same as the hottest 
fuel-injection job. It shares the same 11-to-1 compression but 
uses a mild hydraulic-lifter cam. 

Three transmissions are available with the two mildest 


Cutaway drawing by MT’S Robert 
Temple shows the real inside story 
of the successful Corvette ride. 
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A single four-barrel provides carburetion for the 
mildest of the Corvettes. With 230-hp, it is designed 
for best performance at normal passenger-car ranges. 


engines: a three-speed, four-speed and Powerglide. The three 
hottest engines can be ordered only with three-speed or four- 
speed boxes because of their fast idle speeds. 

Mechanical options aren’t the only ones available, nor have 
we listed all of them — convenience items like power assists, 
convertible tops and removable hard tops make it possible to 
order a Corvette to fit any individual preference. /MtT 
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Gothenburg, Sweden 


am ARE NO SPEED LIMITS on the open road in Sweden. We 
were well out of the city and a long traffic-free straight of 
divided highway was ahead. I put the throttle to the floor and 
the P-1800 charged forward. 

The speedo passed the hundred mark and the car was still 
winding and winding. I relaxed my grip on the steering wheel 
and the car stayed in the groove. It was secure and steady even 
at speed. It was enough and I backed off the gas pedal. 

This was not a road test. Just an afternoon behind the wheel 
of the new Volvo P-1800 sports car, a few hours of highways 
and back roads to sample some of the qualities of the new 
machine. With me was a company engineer, one from the 
design department that conceived the car, who was along to 
give me the background on anything I wanted to know. Both 
of us were comfortably laced into the seats with the combina- 
tion seat and chest belt that is standard equipment on all 
Volvos overseas. 

Always an obvious question is what a car will do from a 
standing start to 60 mph. It’s a good index to accelerating and 
passing ability. The engineer with me already knew, of course, 
what the 1800 would do. But these are important points to 
check out. The speedometer was uncorrected and there was no 
fifth wheel on hand, but generally there is little error in the 
indicators of European cars. I decided that an indicated 62 
or 63 mph would be more than enough to offset any speedo 
optimism, if it were present. 

With the stopwatch running, I let the P-1800 through the 
gears to the estimated 60 mph. Then another four or five 
tries from a standing start to the mark and the resulting 
average was close to 13 seconds. 

Such accelerating ability puts the P-1800 in a class with 
the standard Detroit sedan powered by a mild V-8. But the 
Volvo does it with an engine that develops 100 hp out of 
108 cubic inches, pulling a curb weight of about 2500 pounds. 

Although the P-1800 is a new sports car, it has, in a sense, 
been around for quite a while. It actually was announced as 
long ago as January 14, 1960, and shown publicly for the first 
time two days later at the Brussels auto show. A few have been 
seen since then, generally in car shows and occasionally on the 
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Volvo’s Four is small physically but powers 
the car through acceleration runs equivalent 
to those of Detroit engines twice its size. 


THE VOLVO 
P-1BOO 


By Dom Werner 





P-1800 has been a long-awaited car for Volvo enthusiasts. 
Although announced early in 1960, components manufac- 
tured in other countries delayed production. Test driving 
the P-1800 in Sweden proved the car was worth waiting for. 
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P-1800 HAS MANY UNIQUE INNOVATIONS IN ITS MECHANICAL COMPONENTS THAT SET IT APART AS AN UNUSUAL SPORTS CAR. 


road. But not until now has production in significant quantity 
been achieved and, as a result, the first group of these cars 
are now moving into Volvo showrooms in the U.S. Volvo 
executives say 4500 are planned to be turned out in the balance 
of 1961, of which 65 per cent are marked for the U.S. Next 
year 7500 will come off the line, with the U.S. quota set at 5000. 

The delay between announcement and volume production 
is attributed to a unique situation in the case of the P-1800. 
The car is an international project — the body styled in Italy, 
the chassis components manufactured by Volvo in Sweden. Since 
Volvo production lines are at capacity turning out the 544 and 
122 sedans, plus the assortment of other utility vehicles, the 
rest of the work has been farmed out to body makers and assem- 
blers in England. The Pressed Steel Company makes the body 
shell, and then Jensen Motors puts the package together and 
applies the finishing touches. 

The result of all this is an excellent sports car. The quality is 
high, which is to be expected in the Swedish tradition and with 
Volvo’s own reputation. The finish of the car is to luxury stand- 
ards and the degree of comfort classes the P-1800 as a sports 
car more of the boulevard type, rather than one aimed at racing 
circuits. There is, however, nothing flimsy or superficial about 
the P-1800 — it is rugged for all its smoothness and sleekness. 

Probably the best evidence of this is the engine. Although it 
appears externally to be the same four-cylinder that is used for 
the 544 and 122 series of Volvos, it actually is all-new and 
incorporates several unusual design features. 

One of these is the five main bearings supporting the crank- 
shaft, a rare item in stock production four-cylinder engines. It 
not only makes for a sturdy engine, but it reduces vibration and 
flywheel wobble. The possible value of the new Volvo engine 
layout, in this respect, may be estimated by the benefits ob- 
tained on the Indianapolis Offy four-cylinder, which also has 
five mains, and which flex as much as nine degrees under load. 

Another unique engine feature, and this one is the most un- 
common, is the presence of an oil cooler. While such coolers 
are frequently part of racing machinery, this is the only case of 
one on a standard production car. The oil temperature is indi- 
cated to the driver by a gauge on the dash, and since few drivers 
are accustomed to reading oil temperatures, they should know 
that 240° F. is generally regarded as the maximum safe level. 

If no one has used an oil cooler in the past, why should Volvo 
put one on the P-1800 now? There is more than one answer to 
this. Factory engineers say that some P-1800’s may be used in 
hot climates and be operated at high-performance levels. The 


engineers also admit that five main bearings may cause more 
friction heat, but they say the amount is insignificant. The only 
conclusion we can draw is that this is another example of indi- 
vidual engineering philosophy that turns up from time to time 
and influences design. 

Two SU horizontal carburetors feed the engine fuel, which 
is then compressed under a 9.5 ratio. The engine is red-lined 
at 5500 rpm. The torque rating is 108 lbs.-ft. at 4,000 rpm. 
The fuel economy, which I did not check, probably is in a range 
comparable to the other Volvo vehicles, approximately 26 or 27 
mpg under average driving conditions. 

With only one major exception, the rest of the P-1800 chassis 
is virtually that of the 544 and 122 sedans. The four-speed 
transmission, synchromesh on all gears, is a modification of the 
standard Volvo box. The Laycock de Normanville overdrive, of 
England, is an optional extra. Wheelbase is 96.5 inches, over- 
all length 173 and width 67 inches. Springing is by coils, both 
front and rear. 

The major difference in the P-1800 chassis is the Girling 
disc brakes on the front wheels. In order to prolong the life of 
the pads, Volvo has fitted them with a special splash shield. The 
rear brakes are conventional drum type. The double-acting, 
hydraulic, telescopic shock absorbers have freon-filled nylon 
cells to prevent aeration of the fluid. 

The P-1800 handles beautifully on winding roads and rides 
better, in my opinion, than the Volvo sedans. Interior space is 
not cramped or restricted, as is often the case in sports cars. The 
two forward seats are well-shaped bucket types. Behind them ig 
a small bench seat, plus a package shelf. The trunk compartment, 
by sports car standards, is large. The instrument cluster includes 
a tachometer, plus all the other customary items and accessories. 

As it is set up, the P-1800 obviously is a sports car fitted out 
for both comfort and performance. It appears to occupy the spot 
in the class vacated by the Jaguar roadsters as they moved up 
the price ladder. Its delivered list price is $3940, which puts it 
in the same range as the Porsche 1600, the Facel-Vega Facellia, 
Daimler SP-250 and Auto Union 1,000. The Mercedes 190-SL 
is approximately $1,000 more and the new E-type Jaguar is 
$1,000 more than that. 

Volvo has built an excellent reputation with its cars in the 
U.S. Since the first sedans were introduced about five years ago, 
it has worked its way through the maze of imported makes up 
to fifth or sixth in the import sales. It has done this with cars 
noted for quality and high performance. The P-1800 meets 
this standard. /MT 
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SMALL CAR with a luxurious interior is the most simple 

description of Buick’s new Skylark. Yet it offers the pro- 
spective buyer more than just rich upholstery and deep, plush 
carpeting. It also offers several mechanical and style changes 
from the compact Special, although both share the same chassis 
and dimensions. 

First and foremost is the gutty 185-hp engine, an upgraded 
version of the Special’s 215-cubic-inch aluminum 155-hp V-8. 
The Skylark’s extra punch comes primarily from a four-barrel 
carburetor and in boosting the compression ratio to 10.25 from 
8.8. Maximum horsepower is developed at 4800 rpm and 230 
Ibs.-ft. of torque at 3200. This compares to the smaller engine’s 
155 hp at 4600 and 220 lbs.-ft. at 2400. 

The Skylark’s 185 is a smooth, quiet and efficient powerplant 
and its responsiveness compares quite favorably with standard- 
size, moderately powered V-8’s. In comparison with compact 


Road Test 


BUICK 
SKYLARK 


From behind the wheel, this smaller car 
with bigger power and more than its share 
of luxury gives the impression that it 

may be setting a new trend in driving 








An early entry in the bucket seat compact field which 
blossomed this spring, Buick’s Special differs from most 
others in one respect. Exterior has undergone several 





Fours and Sixes, the Skylark showed more zip in acceleration 
tests, clocking three to six seconds faster in the 0-60-mph range. 
Up against other V-8 compacts, it easily holds its own in the 
same range and often shows a slight lead. Although certainly 
not considered among the ultra-high-powered automobiles, 
the Skylark will, however, surprise you with its lively energy. 

MOTOR TREND’s test Skylark was equipped with the optional 
Dual-Path torque converter transmission. (Like the Special, 
the Skylark’s standard transmission is the manual three-speed. ) 
This new Buick transmission has few equals in the compact 
class. It is smoother, more responsive and has less weight; and 
Buick’s engineers have also made a less complex and more 
compact unit, with fewer moving parts. Its most important 
feature is the use of only a single planetary gearset, which is 
used in both forward and reversing actions. Three major com- 
ponents make up the torque converter — pump, turbine and 
stator; with the latter having a natural tendency to turn in the 
opposite direction of the engine. When the Skylark’s transmis- 
sion shift selector is placed in reverse, the turbine is locked by 
a clutch, while another clutch engages the stator to the output 
shaft of the transmission. When the engine is accelerated, it 
turns the stator, which in turn activates the car in reverse. 

The division of torque is also unique in this transmission. 
It channels power in direct drive between two parallel paths, 
one hydraulic or turbine and the other mechanical, thus dis- 
pensing with the normal lock-out clutch. By engaging the 
converter clutch, at a pre-determined speed related to throttle 
opening and car speed, the input is split— 36 per cent me- 
chanically and 64 per cent through the turbine. As a result, 
only the latter, with its fluid coupling, is subject to normal 
power losses. Better acceleration and economy are realized by 
this substantial improvement in the transmission’s efficiency. 
MoToOR TREND’s Skylark recorded 14-18 mpg during its tests. 

One of the biggest differences between the Special and newer 
Skylark is styling. In fact, the Skylark may be a prophecy of 
next year’s styling. First off, the front, particularly the grille, 
has been redesigned. Instead of the six thin horizontal bars 
forming the grille, the Skylark features a set of very thin 


basic changes, of which the front grille is the most pro- 
nounced. There are sound reasons to believe that this 
is an accurate indication of the Special’s look in 1962. 
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horizontal louvers sandwiched between two heavy bars. The 
hood has a deeper and more pronounced crimp running from 
nose to windshield, and the chrome side strips have been 
dropped, giving it a cleaner look. 

One of the Skylark’s most distinctive styling touches is the 
squarer roof and larger quarter panels. These do limit visibility 
somewhat, but side mirrors can eliminate this. A novel, but 
decorative option (for $75) is a white fabric cover attached to 
the steel roof. Coated with vinyl for easier cleaning, the cover 
adds a cosmopolitan touch to the car. 

The Skylark is a good-handling car. It has the smoothness, 
permanence and luxury of a big car, yet offers the convenience 
of the small compact. Directional stability in cornering is high, 
but it tends to float a bit at high speeds and to bounce on irregu- 
lar surfaces, not enough, however, for the driver to lose control 
over the machine. Since the basic stability is there, floating and 
bouncing possibly could be curbed by installing firmer springs. 

The interior is luxurious from the deep, high-grade carpet- 
ing (it is also used on the lower part of the doors to prevent 
scuffing), to the vinyl and rich-fabric upholstery. Similar to 
that used in the Electra 225, its tufted and buttoned pattern 
gives a most luxurious and rich appearance. The seats (Skylark 
offers both bench and bucket-types) are well-padded and firm 
for extra comfort, particularly on longer trips. With the 
lowered transmission hump and practical design, the interior 
is roomy and comfortable, although passengers in the rear may 
find leg space cramped on long trips. Unlike many of the newer 
cars, the Skylark’s dash panel is simple, legible and easy to 
observe. The short driver, in particular, will find the car easy 
to operate. Visibility is good, particularly over the hood. 

There are two points of carelessness which have slipped in. 
First is the rather awkward pull-type parking brake under the 
dash just to the right of the steering wheel. The other is a fan 
guard on top of the radiator which does not have enough clear- 
ance to allow a good grip on the radiator cap. 

But these are minor gripes. The Skylark is a solid, well-built 
car; it has a good finish and superior materials have been used 
and assembled with care. /MtT 


Special’s most prominent feature is a _ luxuriously 
finished interior. Semi-buckets are set off by matching 
door panels, chrome trim; even scuff panel is carpeted. 


the Special. 


TEST CAR 
BODY TYPE 
ASE PRICE 


COMPRE Of 
CARBURETION 
HORSEPOWER 
TRANSMISSION 
REAR AXLE RATI 
GAS MILEAGE 


ACCELERATION 
SPEEDOMETER ERROR 


ODOMETER ERROR 








Buick Skylark 
Two-door coupe 
$2621 

Ohv V-8 

215 cubic inches 
10.25-to-1 

Single four-barrel 
185 @ 4800 rpm 
Automatic 

3.36 

14 to 18 miles per gallon 


0-30 mph in 4.4 seconds, 0-45 
mph in 7.5 seconds and 0-60 
mph in 10.9 seconds 


Indicated 30, 45 and 60 mph are 
actual 29.5, 45 and 61 
mph, respectively 


Indicated 100 miles is actual 
100 miles 
16.2 Ibs. per horsepower 


86 


GM’s now familiar aluminum V-8 has been hopped up for 
Four-barrel carb and higher compression 
ratio mean premium fuel, and more of it, but power is up. 








CLASSIC COMMENTS 


The reunion of a famous car and owner sun 
recollections of a classic. era of = 




















By Griff bor 


A good ten years ago MOTOR 
itself as the automotive consumer magazine of the pe 
era. A small but vocal and dynamic segmént of & 
following was won by my early series, ‘‘Cars of Chaka 


devout aficionados and collectors, Jim Talmadge 
Wiener. Jim (son of Buster Keaton and Nataliet; 
and Elliott (a businessman possessed of great art 
were neighbors who loved and owned great cars.am 
knowledge of them was encyclopedic. In 1950 Jig 





Hidden as a pickup truck, the once proud Mercer 
was discovered in this condition some ten years ago. 
Only after restoration was its history found out. 





Four-cylinder has displacement of 298 cubic inches, 
’ develops an output of 75 hp. Large stroke (6% inches) 


was responsible for a high amount of torque. 
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used to visit Elliott's Monoxide Manor in Pacific Palisades 
to ‘abandon ourselves to enjoyment of his magnificent 
machines and their meticulous restoration, for which Elliott 
was entirely rasponsible. We noted with passing interest 
the scattered fragments of a moribund Mercer Raceabout 
\_ that Elliott planned to rebuild from the frame rivets up. 

The years went by and Elliott retired, with his exquisite 
collection, to a rustic retreat near Escondido, Calif. Then, 
a few months ago, Jim called me to say, ‘‘Remember Elli- 
ott’s Mercer? The restoration is complete at last. But that’s 


ee thing had been done to it: every bearing cbr seer] every 
external surface made at least as good as new. 

Keaton, a unique genius cast in a unique mold, took his 
old car for a spin through the Valley. Then, in his den 
covered with memorable photos from the great days of the 
film industry, he mused. 

“Elliott,” he said, ‘‘you can take pride in this job. When 
the car was new it looked as though it belonged in a Tif- 
fany’s window, sitting in a velvet case. It does again, and 
it runs as well. 

“‘! got the Series 5 Mercer in 1921. Natalie, my wife, had 
been given the car by her sisters Norma and Constance as 
a wedding present. | took one look at it and decided — as | 
would with a Ferrari roadster today — that it wasn’t the car 
for her... more like the car for me. | offered her a Lincoln 
limousine in trade and she took it. 

“There were plenty of Stutz Bearcats in the film colony 
at that time but this was the only Mercer Raceabout, and it 


Back in 1921 Keaton’s Series 5 Mercer was unique 
in the glamorous Hollywood setting. Mercer produced 
only some '30 Raceabouts per year at that time. 
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des cost twice the price'of the Stutz. The following year Con, 
ent stance Talmadge came to the Coast and she immediately 
iott bought herself another Raceabout. They were the only twd 
rest in the film colony at that time. Mercer made only about 30: 
out Raceabouts per year, so there weren't many to spread 
up. around. 
site “It was a thrilling'car to drive. The four-cylinder, 298- , 
en, cubic-inch engine only put out 75 horsepower but that 
=lli- 634-inch stroke delivered torque that, with Mercer’s fine 
at's four-speed gearbox, made the car as, hot.a handful as a 
t it full-race Corvette. 
rid? ‘| drove it around Hollywood with sheer delight for years. 
and It was used in many of my pictures, driven by me and 
others. | remember Wally Beery manhandling it in a long 
the scene in ‘Three Ages.’ 
ine “Most of the time, though, | drove the Mercer just for 
ry- routine transportation. Natalie and | used it for fair-weather 
ery cruising around Hollywood, in preference to the closed. 
ah Lincolns. It was the car that | loved for every-day commut- 
his ing to the studio, which | always did with Captain, a huge 
len German Shepherd, sitting in the passenger’s bucket seat. 
the “The most challenging and exciting rides in the Mercer 
were those to distant locations ... in those days the com- 
len mon ones were to Lone Pine and Tijuana. The Mercer's top 
if- speed was a thrilling 80 miles an hour . : . if you could find 
ind a surface to do it on. The road to Lone Pine was a miserable 
series of sand drifts and bumps which the Mercer used to 
iad cover in eight hours, to the humiliation of all other vehicles. ~ 
as That was motoring as it never will be known again.” 
S| Wiener discovered the old Raceabout which had been 
car converted to a pickup truck. He bought it for $225 and 
oIn devoted ten years to its perfect restoration. His reward was 
overwhelming. Of the 49 Mercer Raceabouts known to sur- 
ny vive he unwittingly came up with a specimen of Americana 
1 it whose original owner did much to creaté Americana. 
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by Gordon Wilkins 


ITH AN OUTPUT of 48,999 cars in its first three years, the 

Austin-Healey Sprite has swiftly become the world’s fastest- 
selling sports car, and the Mark II version has many features 
which will broaden its appeal. 

Gone is the bug-eyed look. Headlights are now conventionally 
mounted in the fenders, and there is a new, wider grille. A new 
tail continues the cleaner line and houses a bigger trunk with 
external access through a lockable lid. Front fenders are now 
bolted on, and access to the engine is by a conventional hood 
hinged at the rear. On safety grounds it would have been better 
hinged at the front, but engine and accessories are easily reached 
— more easily than on the original design, where you had to 
lift a heavy steel structure composed of hood and fenders and 
then stoop low underneath. This made steering, brakes and 
suspension highly accessible, but it was not so easy to reach 
items like the battery and wiper motor. 

Power output of the 57.9-cubic-inch engine has been boosted 
about 10 per cent by raising compression from 8.3 to 9-to-1, 
using two 114-inch SU carburetors instead of 11-inch, increas- 
ing inlet valve diameter by e-inch and using a modified 
camshaft to give a longer inlet opening. Double valve springs 
are now used, and the ignition distributor is new. 

Transmission is by a close-ratio gearbox, which gives much 
more useful speed ranges on the intermediate gears, and closes 
up the gap between second and top. 

The car I tried was a deluxe model with tachometer, heater, 
windshield washer, bumpers front and rear and adjustable pas- 
senger seat. Weight is up by about 60 pounds, compared with 
the old model, but the extra power and torque (53 lbs.-ft. at 
2750 rpm against 52 at 3,000) can handle it. Time to accelerate 
from a standstill to 60 mph is cut by a couple of seconds, and 
maximum speeds on the first three gears at 6,000 rpm are raised 
to 29, 46.5 and 68 mph. As a normal limit, 5500 is recom- 
mended, and this is where the warning sector starts on the 
tachometer. As usual with these BMC gearboxes, the synchro- 
mesh can be beaten by a fast shift. And now that first gear has 
a more usefui speed range, synchromesh would be welcome 
there too. 

The surprising thing is the quietness of the engine. For this 
there seem to be two main reasons. New drum-shaped carburetor 
air filters suppress induction roar, and the luggage trunk is now 
sealed off from the passenger space. Previously it acted as a 
sound box to amplify exhaust noise. The change is so marked 
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that I twice went rolling along on serpentine mountain roads 
at 60 in third, thinking I was in top. 

The acceleration curve flattens out above 72 mph, and with 
the car open, maximum speed was a fraction below 80 mph. 
With top and side windows erected I got just over 85, but as 
the car had done only 1700 miles, it would probably have a 
little more to come. 

The latest folding top is a much-improved design. There is a 
solid metal-backed overlap joint right along the top of the wind- 
shield to keep out the rain, and the frame contains two spring 
struts which can be released when it is erected, to drive the 
frame up and tension the fabric. The sliding plastic side win- 
dows are neat, but the sideways view for a tall driver is not 
extensive. Side windows, soft top and its frame stow away in the 
trunk in three envelopes and take several minutes to erect or 
dismantle. Redesign of the tail has opened up a small space 
behind the seats, which can be used for small packages or might 
even accommodate a small child. The bucket seats, covered in 
plastic, are small but give good lateral support. Some drivers 
could use a little more fullness low down on the backrest. Pedals 
are well spaced to permit use of heel and toe in downshifts. 

Steering is light, quick and accurate, and the car turns in a 
neat 30-foot circle. The ride is moderately firm, and there is 
some rear-axle patter on loose or pot-holed roads, but the 
Sprite will go fast and far without tiring the crew. When 
cornering very quickly there is distinct roll oversteer, induced 
by deflection of the axle on its trailing quarter-elliptic springs 
and radius arms. The driver who knows the car coordinates 
wrist work and throttle and bores through the bends with mini- 
mum exertion, but the high-speed swerve and counter-swerve 
needed to dodge unexpected obstacles call for quick reactions 
and strong wrists if the tail is not to come sliding beyond the 
point of no return. I would like to have seen a front-end anti- 
roll bar added but the official view is that it isn’t necessary in 
American driving conditions and design office thinking is 
much influenced by the needs of the American buyer. 

It applies to brakes too. Now that even small family sedans 
like the Fiat 1300/1500 and Ford Consul 315 have disc front 
brakes, the continuance of drums on the Sprite has caused some 
comment, and I asked Donald Healey about it as we drove 
together along the steep, winding mountain roads behind the 
French Riviera. While not denying that the need to keep the 
price down favored drum brakes, he argued that drums still give 
the kind of performance the average American driver wants 
(and Detroit seems to think so too). Discs, as we know, de- 
mand a higher pedal effort if no servo is used, and don’t give 





An important practical improvement is the 
replacement of side curtains with sliding 
plastic windows (above). Another big 

new feature is a rear storage trunk (right). 


the same bite in traffic stops. Discs show up best in hard and 
frequent use at high speeds, but American driving makes much 
less demand on the brakes than European conditions. 

There’s no doubt about the efficiency of Sprite stopping at 
traffic speeds — I got nearly 100 per cent on the meter. I then 
tried a series of quick applications, slowing from 60 mph 
to 10 at about 0.75 G. I did it 11 times before a rapidly 
hardening pedal announced fade, which developed fully after 
the 12th time. The parking brake is good even on steep hills, 
and the pull-up lever is easy to use. 

With higher weight and a gearbox which encourages greater 
use of the indirect gears, some owners may find a slight rise in 
fuel consumption. Fairly hard driving showed about 29 miles 
per U.S. gallon, but up to 35 should be possible on easy runs. 
The higher compression ratio makes 98-100-octane fuel desir- 
able, and a tank holding 7% gallons is not very generous 
for long trips. But the new Sprite is a big improvement over 
the old one in many ways, and an outstanding low-priced 
sports car. /MT 








Slightly larger carburetors and an increase 
in compression ratio are some of the 
refinements that have raised power 10 per cent. 
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Out of sight and out of the mind of most auto 
owners, the lowly shock absorber can be an important 
element in the overall performance of your car 





This is the shock that started it 
all, the Houdaille, developed 

in the ’30s and still in use today. 
Most others are similar in design. 
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SK A HARD-CORE auto enthusiast about 
brake fade and stand back—he may go 
on for some time because virtually every- 
one understands what and how undesirable 
it is. But switch the question to shock 
absorbers and the response, if any, will 
very likely be obscure. Why? Because few 
people are aware that shock absorbers fade 
for much the same reason as brakes, with 
similarly unpleasant results. In fact, so few 
people really understand the vital role 
shocks play in the intricate mechanism 
called an automobile that it is tempting to 
call the general lack of knowledge shock- 
ing. 

How important are they? A prominent 
West Coast race car owner whose business 
is tires, not shocks, considers the proper 
shock absorber the most important single 
item in improving a car’s handling. Com- 
ing from a man who builds special tires 
for race and sports cars, such a statement 
is doubly significant. It is a matter of 
engineering record that shock absorbers 
contribute heavily to safety, comfort, driv- 
ing ease, tire wear and chassis life — con- 
tributing for better or worse depending 
upon their condition and whether or not 
they are too heavy or light for their job. 

If one accepts the importance of shocks, 
then why this apparently widespread 
apathy? Of various reasons advanced, a 
single word—luxury—sums it up. Ameri- 
can motorists want luxury. It can be lack- 
ing in appointments but it must be 
included in the riding qualities — soft, 
smooth and comfortable. In itself, this 
isn’t bad. The trouble is that in too many 
cases these ultra-feathery riding qualities 
degenerate into something that is neither 
luxurious nor even safe. Most of us have 
only a blurred image of a truly good ride 
—that delightful meeting ground between 
comfort and stability included as standard 
equipment on new cars. Unfortunately, as 
a new car ages, dissipation of good ride is 
so gradual that few people recognize that 





ASS 


any change has taken place. Only in ex- 
treme cases is it really obvious that cor- 
rective measures should be taken. 

The key to correction is a set of replace- 
ment shocks. There is no general rule as 
to when it will be necessary, because each 
manufacturer differs in the quality of 
original equipment installed. Some cars 
come equipped for many thousands of 
miles of travel without attention to shocks. 
But a great many autos need new shocks 
before the original set of tires is worn 
smooth. They seldom get them. 

Let us analyze what a new shock should 
do and what worn or weak shocks can 
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A CROSS SECTION OF CURRENTLY AVAILABLE 


do. In this context, reference is made to 
the tubular shocks in common use on U.S. 
cars since the ’30s. The direct-acting hy- 
draulic shock is designed to keep the 
wheels on the road. It accomplishes this 
end by means of a piston working in a 
fluid-filled cylinder. The piston rod is at- 
tached to the chassis, or in the case of one 
major shock, Columbus, to the wheel 
spring assembly. The cylinder, which is 
the fluid-filled working chamber, is at- 
tached to the wheel, except for Columbus, 
which has its working chamber at the top. 
As the piston is forced through the work- 
ing chamber, the piston rod displaces 


SHOCK ABSORBERS. EXCEPT FOR TWO AT 


some of the fluid into a partially air-filled 
reserve chamber. The distance the piston 
travels is relative to three factors: the size 
of the piston, the type of valving it has, 
and the viscosity of the fluid. What hap- 
pens is shat on road impact the piston’s 
travel through the cylinder is resisted by 
fluid pressure. On rebound, as the piston 
returns and draws fluid back in from the 
reserve chamber, its movement is similarly 
resisted, depending upon the valving. 
Thus are the wheels kept in contact with 
the road. 

In actual practice some peculiar things 
take place inside a shock absorber. Con- 


LEFT, ALL MOUNT PISTON TO THE CHASSIS. 


siderable heat is generated, which thins 
the fluid, lowers its viscosity and decreases 
the shock’s working load capacity. In other 
words, the shock fades. There is wear 
around the carefully fitted piston, per- 
mitting fluid to bypass the valving. But 
the most difficult problem to control is 
foaming. As the piston draws fluid back in 
from the reserve chamber, a certain 
amount of air is mixed with the fluid. 
Road pounding does the rest. The result 
is a compressible mixture which can cause 
what is called compression lag. This can 
be felt in the ride because the shock is no 
longer effective throughout its entire 


MOTOR TREND/SEPTEMBER 1961 65 

















Turn interest in 
car-styling 
into lifetime career... 
Study in California 


Become a car stylist, industr 


Large enough for complete facili 
small enough for individual atte 
Bachelor's Degree. Feb., June, 
classes now forming. Write 
Jergenson, 5353 West 3rd St. 
Angeles. 


ore? COSHH HHH HEHEHE ET ESETES EE EEEOEEEES ES Oy 
. 


THE 
*e ART CENTER 
7 SCHOOL 


. 7 
Saeeeee* 





product designer. Study with working 
professionals at accredited school. 


ial or 


ties— 
ntion. 
Sept. 
G. A. 
, Los 


+ 
PP eee eeeeeeeseseseseseseseessesssseseseseses®® 











— 








CATALOG COUPON 
SEND 25¢ TO COVER MAILING 





HONEST CHARLEY SPEED SHOP 


1904 
TENNESSEE 


Box MT 
CHATTANOOGA, 


66 MOTOR TREND/SEPTEMBER 1961 


| WANT 
YOU 


TO HAVE 
HONEST NEW 






AND HAN. 


DLING FOR NEW 1961 MAIL ORDER DISCOUNT 
CATALOG. BETTER THAN EVER. EACH CATA- 
LOG CONTAINS $1.00 FREE CERTIFICATE, 














FACTS ABOUT SHOCKS 


stroke. In addition, there are the obvious 
external signs that a shock is worn out. 
When the lower half is oily, the shock is 
leaking. The rubber bushings wear out at 
the mounting points from too much 
pounding and the shock becomes ineffi- 
cient. Other signs of worn shocks include 
wear of the rubber pads between axle 
and frame indicating excessive bottoming, 
shiny coil springs meaning that the coils 
and shocks are actually coming in contact. 

On the road, the results of any of these 
phenomena can be dramatic. Simple car- 
sickness from a wallowing, marshmallow 
ride can often be cured with new shocks. 
The ability of a driver to recover in a 
straight line after a hard dip can be im- 
proved by new shocks. It is believed by 
shock experts that many so-called unex- 
plainable accidents are caused when driv- 
ers lose control in a high-speed dip—a 
dip with which the driver may be perfect- 
ly familiar. The reason is that shock fade 
has changed the car’s handling character- 
istics dramatically. It is not just imagina- 
tion that a car rides more stiffly for the 
first few miles on a cold day. 

Those are some of the problems. The 
solution, a new set of shocks, is easy to 
come by. The replacement shock industry, 
dominated by the big four, Delco, Mon- 
roe, Gabriel and Columbus, has grown 
tremendously in the past few years and 
there are skilled instailation men con- 
scientiously serving the public. Each of 
these firms produces various grades of 
shocks to suit any car on the road. As 
name brands, their level of quality is 
consistently high. It is not enough to 





simply pick out the heaviest set of shocks 
on the market—they must be those recom- 
mended for a given auto. Too stiff shocks 
can literally shake a car to pieces, contri- 
buting nothing to comfort. Further it is 
impossible to select a set of shocks from 
car weight alone. The ratio of tire move- 
ment to shock movement determines a 
shock’s holding power, hence the size re- 
quired, a decision best left to an expert. 
Incidentally, the popularity of the family 
station wagon, often heavily loaded, has 
led to shocks with built-in helper springs. 
A coil circles the shock, supporting it and 
performing an obvious function. Recent 
developments in shocks include a number 
of models with air chambers that work in 
conjunction with the conventional shock. 
The air chambers are inflatable to any de- 
sired pressure within a wide range and 
thereby alter the shock’s load-carrying 
capacity. 

A new set of good-quality shocks will 
cost from $40 to $50 installed. That’s a 
pretty stiff jolt for the average owner. 
Luckily, aside from the immediate ride- 
handling improvement, there are some 
other concrete advantages to ease the pain. 
Worn shocks cause tires to float and 
move sideways in a scuffing motion at 
high speeds. This can cut tire life from 
20 to 25 per cent, while wearing front- 
end assemblies unnecessarily. 

According to statements of officials of 
replacement shock companies, two out of 
three used cars need new shocks. Admit- 
tedly these men have a vested interest in 
improving their business, but even if one 
discounts the figure, there remains a 


whopping number of cars on the road that 
are potentially unsafe and less comfortable 
than they ought to be. 


/MT 





One of the most popular optional shocks for heavy-duty applications such as 
station wagons, this type combines a conventional shock with a helper spring. 
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CAR CLINIC 





By Barney Navarro 


Barney Navarro, one of the most experi- 
enced writers in the field, will answer 
readers’ technical questions each month. 
Your letters are invited. 


CARBURETION FACTS 


When Barney Navarro first began writ- 
ing for your magazine, I thought it was 
great. But now I’m beginning to wonder. 

I realize he has many years of rodding 
experience to his credit, but when he starts 
inferring that nobody knows what he’s talk- 
ing about but him, as far as carbs are con- 
cerned (third paragraph of his article, May 
1961 issue), I think he’d best slow down 
a bit. 

There are many more rodders and av- 
erage drivers that understand carbs than 
Navarro realizes. 

Later in this article he says that a good 
four-barrel setup would outperform a three- 
deuce setup. Reason? Ram effect in the 
manifold. 

Doesn’t he know about: 

1) The unequal distribution of fuel in a 
setup with a centrally located carb? 

2) The effect. that the longer passages 
have on the volumetric efficiency of the 
system? 

3) The fact that the shorter the passages 
are from the carb to the intake valve, the 
less “liquid” or “droplet” gas there is en- 
tering the cylinder? 

I’m almost positive that if he digs into 
this a little, he’ll conclude that more power 
could be developed if the carbs are as close 
to the valves as possible with the ram tubes 
mounted on top of the carbs, not beneath 
them. 

Another thing — where does Navarro get 
the idea that Stromberg 97’s sell for $2 
each? Around the Midwest you can’t get a 
rebuilt for less than $9.25 retail. Top price 
is about $27 for new ones, retail. 1 wonder 
if he shops for carbs with cracked castings? 

The reasons this model carb is so widely 
used are: 

1) Strong resistance to nitro and al- 
cohol fuels. 

2) Uneluttered throats and venturi. 

3) The fact that acceleration forces have 
little or no effect on floats. This is because 
of the chamber designs. 

4) Ease of re-jetting and modifying. 

This article makes me wonder why Na- 
varro is down on three deuces. They’re 
better off the line than dual quads, equal 
to a quad off the line, and far better than 
a quad at the top end. What more does he 
want? 


E. J. Mikolajczak Chicago, Ill. 


Obviously you have a more thorough 
understanding of carburetion than the aver- 
age car owner, but it is very apparent that 
you missed the main theme of the article. 
The subject matter was not meant to give 
advice to drag strip racers who use their 
automobiles for no other purpose — it was 
intended to prevent the incorporating of ob- 


noxious characteristics in passenger cars. 

No carburetion system, no matter how 
sophisticated, is free of disadvantages. Any 
carburetion layout now in use or contem- 
plated for future automobiles must be 
viewed as a compromise. What is most 
important when dealing with high-perform- 
ance passenger cars is that any compro- 
mising that is done, be done with the 
maximum-horsepower end of the scale. It is 
far better that the full potential of an 
engine never be realized than to provide the 
general public with an automobile that is 
balky in the low-speed range. If grandma 
can’t drive the car, it immediately becomes 
marketable to less than one per cent of the 
purchasers of new automobiles. This does 
not mean that grandma dictates the final 
form of the modern automobile, but what 
she asks for in low-speed performance char- 
acteristics, the majority of modern car 
owners demand. 

No carburetion system is free of fuel dis- 
tribution problems. Even the two popular 
injection systems produced in the U.S. have 
distribution difficulties, though the fuel is 
injected at the ports. They may provide 
close to ideal distribution at high engine 
rpm’s but they don’t do as well at idle. 

The use of eight individual carburetors 
employing ram induction, as your letter im- 
plies, provides close to ideal distribution. 
This system probably offers the opportunity 
of reading the largest horsepower figure on 
the dynamometer if the carburetors are big 
enough. However, I can think of no carbu- 
retion system that could be worse for driv- 
ing in city traffic. While struggling through 
congested city streets, the high figure that 
appeared on the dyno scale is about as use- 
ful as a refrigerator at the South Pole. 

Eight carburetors opening simultaneously 
would provide such low venturi velocities 
at low speeds that only a person with saintly 
patience would tolerate the stumbling be- 
havior of an engine so equipped. In order 
to get a consistent return to idle speed, 
eight throttle butterflies and attendant link- 
age would require a mechanical accuracy 
that just isn’t found in commercial parts. 
Add to this the necessity of having eight 
temperamental idle jets, and the topic be- 
comes ridiculous and unworthy of any 
serious contemplation. 

True, placing the carburetors at the ports 
will make it easier for the so-called liquid 
or droplet gasoline to reach the cylinders 
which, in one respect, is advantageous. A 
serious shortcoming, nevertheless, exists: 
mixture calibration at various throttle open- 
ings and engine rpm becomes a big prob- 
lem because of reverse air flow in the 
venturi. At large throttle openings and high 
rpm, the air column rebounds when the 
intake valve closes. The reverse air flow 
through the venturi causes the carburetor to 
deliver more fuel, thereby making the final 
mixture richer. This does not happen with a 
carburetor on the end of four ram tubes 
like the Chrysler system, so no special 
means is required to keep the mixture 
constant. 

Provided that both layouts were cali- 
brated to provide a correct mixture, carbu- 
retor location would make no difference in 
horsepower output if the overall length of 
the passage was the same. Though horse- 
power may not vary, performance will be 
different if eight carburetors are placed on 


the ends of the tubes instead of at the ports. 
Whenever the throttles are cracked at low 
rpm, the engine will have a greater tend- 
ency to falter because, prior to opening, the 
tubes contain a rarefied atmosphere of fuel 
mixture at low temperature. Opening the 
throttles causes condensation in much the 
same manner as rain is formed, so a portion 
of the mixture wets the tubes and ports, 
causing the cylinders to get a lean mixture 
momentarily. The only way that wetting can 
be reduced or eliminated with carburetion 
on the ends of the tubes is to provide heat 
as is done with the heat risers on V-8 Chrys- 
ler products’ ram induction. Note, Lancers 
and Valiants do not have heat risers in- 
corporated in their four-barrel ram induc- 
tion racing manifolds, so their low-rpm 
throttle response in cold weather is inferior. 

The prime distribution problem when 
carbureting an engine is not to prevent the 
flow of fuel droplets to the cylinders but to 
make it easier for them to get there. When 
using one carburetor per port, whether it 
is adjacent to the port or on the end of a 
ram tube, it is obvious that the fuel can go 
to no other cylinder than the one to which 
the port is connected. Anytime an intercon- 
necting manifold is employed, there are 
conditions that will cause condensation or 
centrifugal and inertia separation of the 
fuel droplets from the air stream. This 
causes a portion of the fuel to wet certain 
areas of the intake manifold passages. Since 
passage wetting removes fuel droplets from 
the air stream, lean mixtures in some of 
the cylinders is the net result. The accumu- 
lated liquid fuel causes richness in other 
cylinders because it drains through the ac- 
tion of gravity and/or is carried by air flow 
into cylinders that are provided with a less 
tortuous path. 

Modern four-barrel manifolds are all laid 
out by engineers who are fully cognizant of 
the distribution problems resulting from 
passage wetting. Of course, some engines 
have better intake passage layouts than 
others, due partially to more advantageous 
port spacing and to more concerted efforts 
on the part of engineering. In the better 
designs, sharp changes in direction that 
cause wetting all take place at the center 
of the manifold where the heat riser can 
lessen or prevent the tendency. If condensa- 
tion can be prevented until the fuel reaches 
each isolated branch that connects a port, 
equality of distribution can be more closely 
maintained. Obviously, fuel that condenses 
in the final isolated tunnel to the cylinder 
will eventually get there. Acceleration stum- 
ble, resulting from initial condensation 
that takes place when the throttle is opened, 
is compensated for by the spurt of fuel 
shot into the air stream by the acceleration 
pump. Though this gadget may have an- 
other purpose, the foregoing is prime rea- 
son for its existence. 

Your letter calls attention to the effect 
that longer passages in a four-barrel mani- 
fold have on volumetric efficiency. When 
this subject is discussed, we must remem- 
ber that fuel distribution must be ignored at 
this point because we are only dealing with 
air flow characteristics. Long passages will 
definitely cut down maximum horsepower 
at very high rpm but they will also boost 
power in the mid-range. It must be noted 
that the passages must be quite long to be 
disadvantageous. The 15-inch ram tubes of 
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All modern factory V-8 manifolds, regardless of the number 
of carburetor throats used, follow the above configuration 
and are actually two independent four-cylinder systems 
that entwine, like the Pontiac triple assembly below. 




















the 400-hp optional Chrysler 300-G engine 
don’t appear to inhibit its performance well 
over 5000 rpm. One cannot deny that it 
would be quite difficult to lay out a single 
four-barrel manifold for an automotive V-8 
with ram passages 15 inches long, so why 
should a well designed manifold with large 
cross-sectional area be detrimental? 

The centrally located four-barrel on large- 
displacement Ford engines makes a good 
example for study of the possibility of ram 
effect in V-8’s using one carburetor. Even 
though eight cylinders are being fed from a 
small area in the center of the engine, the 
distance to each intake valve doesn’t vary 
greatly because pains were taken in design- 
ing the manifold and intake port layout. 

The main factor that causes pumping 
losses in well designed ram tubes of great 


length is not friction but resonance. The 
resonance of a ram tube that is actually 
too long for a specific rpm provides a pres- 
sure wave that travels up the tube toward 
the carburetor when the intake valve opens, 
instead of toward the cylinder. Naturally, 
this will reduce the quantity of mixture 
reaching the cylinder. 

Believing that many carburetor throats 
improve distribution causes considerable 
faulty thinking on this subject. One rather 
popular factory-installed dual four-barrel 
manifold has always been looked upon as a 
better fuel distributor than the same fac- 
tory’s single four-barrel. Close examination 
of the particular dual four-barrel manifold 
will reveal the truth of the matter, which 
is quite startling. Although the carburetors 
are located close to the ports and provide 
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enough extra venturi area to increase horse- 
power, two cylinders of any engine so 
equipped receive a more unbalanced supply 
of fuel mixture than with the simpler 
manifold. 

Just because a triple manifold spreads 
carburetors the length of the valley between 
the intake ports of a V-8 engine doesn’t 
mean that each carburetor feeds the closest 
cylinder. The six throats actually provide 
fuel mixture to four cylinders simul- 
taneously. Each half of this group, being 
isolated from the other half, is common 
unto itself —that is, each group of four 
intake ports and three carburetor throats 
is joined together so that there is actually two 
individual manifolds in the same casting. 

It is a common characteristic of V-8 en- 
gines that use intake manifolds that con- 
form to the firing order and are divided 
into two separate systems to have two 
intake valves open simultaneously in each 
system. Since two cylinders draw fuel 
through three throats in a triple manifold, 
it is easy to see that equal distribution will 
be difficult to obtain merely by virtue 
of having three carburetors. You simply 
cannot divide two into three and come up 
with an even whole number. It then be- 
comes all too obvious that the extra 
carburetor in the middle merely provides a 
means of getting progressive exposure to 
venturi area and adds to the total area. 
From a distribution standpoint, some three- 
carburetor manifolds actually provide poorer 
distribution than two dual-throats or one 
very large quad. 

Probably the worst common example of 
misapplied carburetion deals with the in- 
stallation of three Stromberg 97’s on late- 
model large-displacement V-8’s. In most of 
these instances these 25-year-old carburetors 
are chosen because they are part of a fad 
and their price is low. More often than not, 
they provide less venturi area than a large 
factory four-barrel. Personal observation has 
revealed that the majority of these belong 
to the used and abused category, some are 
purchased for as little as $1.50. A portion 
are dubious rebuilts that are obtained on 
an exchange basis at cut-rate auto supply 
stores for much less than the $9.25 figure 
quoted in your letter. Since three new ones 
at a price of $27.60 each would cost $82.80, 
they are seldom purchased for multiple car- 
buretion. 

All of the reasons set forth in your letter 
for using 97’s cannot be considered valid, 
—_ nor do they all apply to passenger car use. 
The first reason listed is not true. Their 
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Chevrolet’s CERV I is an experimental research 





new principles and mechanical devices that may 


car that may be the forerunner of many radical have influence on design of future Chevrolets. 


HATEVER CHEVROLET HAS in store for 
W:: this fall, it’s safe to assume that 
none of its 1962 cars will bear even a re- 
mote resemblance to the CERV I ( Chevro- 
let Experimental Research Vehicle, number 
one) shown on these pages, yet this 
sophisticated machine may hold innumer- 
able keys to engineering developments 
which will be of enormous benefit to 
everyone in years to come. 

Experimental machines are an integral 
part of every automobile manufacturer's 
long-range planning. These products of 
constant research are frequently dubbed 
“Cars of Tomorrow” by enthusiastic 
press agents, though more realistic and 
cautious souls might prefer to think of 
them as “Cars of the Day After Tomor- 
row.” Publicity alone, though, is a minor 
value compared to the practical opportuni- 
ties these cars provide for the testing of 
new materials, advanced techniques, and 
revolutionary designs. 

Why, some may ask, is Chevrolet in- 
terested in further experimentation with 
rear-engine cars? Almost certainly the 
outstanding (and ever increasing) success 
of its Corvair has prompted this continued 
study. Nor is Chevrolet alone in its 
enthusiasm for this design, for recent 
years have brought an endless, purring 
parade of Volkswagens, Porsches, and 
Renaults to the highways of the world. 

At Indianapolis this year, a giant step 
in the engine-in-the-rear school was taken 
when the conventional Offenhauser/ 
Meyer-Drakes were challenged by a 
Cooper, powered by a rear-mounted Cov- 
entry Climax engine. Driven by the 
world-famous Jack Brabham, the car fin- 
ished ninth in the competition — further 
proof of the design potential. 
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ChieVY"S 
REAR- ENGINE 


GERV=1 


Ferrari, Lotus, Maserati, and Scarab 
are also enthusiastic about their new 
rear-engine designs. Indeed, this year’s 
international racing may well see the 
domination of rear-powered machines in 
almost every phase: Formula I, Formula 
Junior, Intercontinental, and sports car. 

The rear-engine principle has long been 
advocated as a worthy ideal, but engineer- 
ing difficulties have consistently prevented 
practical application of the theory to a 
full-size car. The greatest obstacle to suc- 
cess has long been the problem of exces- 
sive weight on the rear wheels, which, in 
turn, has caused erratic handling. 

Now, however, a re-examination of the 
rear-engine design has been made possible 
by the recent availability of relatively 
inexpensive, lightweight metals, and the 
increased power output from smaller, 
more efficient engines. CERV I takes full 
advantage of both developments. 

Built at the Chevrolet Engineering Cen- 
ter in Warren, Michigan, CERV I is the 
pet project of Zora Arkus-Duntov. Any- 
one who has ever worked on (or com- 
peted against) the Chevy powerplants of 
recent years knows that the name Duntov, 
associated with a Chevrolet engine, guar- 
antees sizzling performance. 


And the CERV I sizzles with a capital 
“S.” Powered by a lightweight version of 
the famous “283” V-8, it provides 353 hp 
at 6200 rpm but weighs only 350 pounds. 
One hp per pound—a_ remarkable 
achievement! This increase over the 315- 
hp Corvette engine is made possible by a 
special fuel-injection unit with ram tubes 
of larger cross-section and 25 per cent 
greater length than those ordinarily used. 
In addition, individually tuned exhaust 
tubes empty into large unmuffled collector 
pipes. To gain the desired reduction in 
weight, so vital to rear-engine design, 
the block is of cast aluminum, and all 
engine accessories are of aluminum or 
magnesium. 
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Interesting feature of independently 
sprung rear transazle is a quick- 
change feature for azle ratios, 
unusual even for an experimental car. 


The cooling system consists of a for- 
ward-mounted aluminum radiator, flanked 
by two small oil coolers. The water pump 
speed has been slowed by 30 per cent, and 
the fan has been eliminated. 

Greatly reduced electrical requirements 
allow a small, five-ampere generator to be 
used with an aircraft-type battery. 

The transaxle is comprised of a Cor- 
vette-type four-speed transmission, which 
attaches directly to the differential and 
final drive gears, which are of the quick- 
change variety. Ratios from 2.63 to 4.80 
may be selected. Drive to the wheels is 
accomplished by individual axle shafts 
with a universal joint on each end. 

Variable-rate coil springs and direct, 
double-acting shock absorbers are used at 
each wheel, giving true, independent four- 
wheel suspension. A stabilizer bar is used 
in front. The linkage in the rear is ad- 
justable, so that studies may be made 
under various settings. The rigid, 125- 
pound frame is constructed of welded 
steel tubing. 

CERV I's fiberglass body, weighing 
only 80 pounds and measuring 172 inches 
in overall length, is carefully contoured to 


afford unobstructed visibility to all four 
wheels. Additionally, it provides optimum 
aerodynamics by completely enclosing the 
underside of the car. Ready for the road, 
total weight is 1600 pounds. 

The braking mechanism is similar to 
that used on the Corvette. The independ- 
ent rear suspension, however, allows the 
rear brakes to be mounted inboard next to 
the differential. 

Steering ratio is a quick 1314 to 1, 
























with only 214 turns required lock-to-lock. 
Cast-magnesium alloy wheels of various 


diameters (15 to 18 inches), and rim 
widths from 514 to 8 inches may be 
chosen to best suit test conditions. Produc- 
tion Firestone 500’s are used in front, 
and special racing treads on the rear. 

The care taken to insure valid test data 
is shown in the careful placement of the 
two rubber fuel cells. Each tank holds 10 
gallons, and is mounted at the approximate 
fore and aft center of gravity, so that the 
amount of fuel in the tanks will have 
little effect on weight distribution. 

CERV [ has been driven by many lead- 
ing race car drivers, including Stirling 


Zora Arkus-Duntov 
makes final cheek inside 
CERV I. His reputation 
for hot engines is quite 
apparent in the extra- 
potent V-8. 


Moss, one of Britain’s most highly re- 
garded racers, and Dan Gurney, familiar 
to American race enthusiasts. Their praises 
for the fine handling and flashing per- 
formance of this 170-mph car have been 
outstanding. In fact, everywhere the car is 
shown, great interest is exhibited. 

“Fine,” you say, “I’m interested, too, but 
I can’t buy it. I probably can’t even watch 
it race, so what does all this mean to 
me?” 

No, the CERV I is not for sale in any 
showroom. It may never be. Already, 
though, it has passed through the stages 
ranging from rough sketch to blueprint 
to scale model to the full-sized challenger 
pictured here. Some of its innovations are 
bound to influence future cars. To what 
extent? Only the coming years will tell. 
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DRIVING WILLYS’ CJ-5 


UNIVERSAL 


JEEP 


by Bob Ames 


OR THE PAST MONTH [ have driven a 

Willys CJ-5 Jeep Universal. This car 
was not a run-of-the-production-line car 
— but was, in my opinion, the best all- 
around Jeep for the average back-country 
driver. 

There were three major optional items, 
and each will be discussed later with the 
reasons why I think it improves the stock 
Jeep. These options were: in front, a 
Koenig winch; in the center, a four-spzed 
transmission; and in the rear, a 4.27-to-1 
axle ratio. 

For those who are not familiar with the 
mechanical components, here is a_ brief 
rundown: The Jeep is powered by an 
F-head, four-cylinder engine displacing 
134 cubic inches and producing 72 hp 
at 4,000 rpm. The carburetor is a single- 
barrel, and the compression ratio is 6.9- 
to-1, which gives the car excellent toler- 
ance to low-octane fuels. 

Like any conventional car with manual 
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shift, power is directed through the trans- 
mission, but here the similarity ends. 
From the transmission it is taken through 
a transfer case, where it may be trans- 
mitted directly to the rear wheels or 
multiplied again and divided equally be- 
tween the rear and front wheels. Or, the 
transfer case can be put in neutral, and 
another lever engaged and the engine 
power directed to the winch. In other 
words, there are three choices of using 
the power: conventional drive, four-wheel 
drive or operating the winch. To control 
the power output there are four levers: 
a conventional manual shift, a front axle 
shift, an underdrive and a PTO shift. 

The ride is best described as a “rump” 
ride. It is harsh over almost any type of 
terrain, but the new seats in the CJ-5 are 
a great improvement in smoothing out the 
worst of the ride. From the standpoint of 
purpose, this ride is entirely justifiable. 
There are seven leaf springs in front and 


nine in the rear. This gives the CJ-5 a 
payload of 1500 pounds — better than 
most conventional station wagons. Na- 
turally, it is bound to ride stiff. On the 
other hand, I drove this Jeep over a rocky, 
washboard road at 30 mph—a trip which 
would have shaken many conventional 
cars to little pieces in less than a mile. 

Acceleration of this CJ-5 was down 
from its normal potential. This is only a 
natural result of the 4.27 axle ratio. I 
would judge acceleration to be equal to 
the slower compacts. 

Gas mileage is the hardest figure to 
report. I recorded a range from 10 to 20 
mpg. The 10-mpg figure included mostly 
compound-low, four-wheel driving with 
some winching. The 20-mpg figure was 
nearly all highway driving. Overall aver- 
age for 1500 miles, which included all 
types of gearing and some winching, was 
15.5 mpg. This is exceptionally good, 
considering the types of terrain driven 
during the test. 

Those who are accustomed to Detroit's 
plushier products might be a little shocked 
at the Jeep’s interior. Perhaps the most 
revealing thing is that so much of the 
interior is also the exterior. Not only is 
instrumentation at a bare minimum, there 
are virtually no decorations at all. Every- 
thing about the Jeep is picked not for 
decor, but for durability. 

The Jeep is probably the only Detroit 
car that is designed without a top and 
without doors. But there are about a 
dozen tops available optionally — from 
all-metal jobs to the new convertible 
canvas outfit which was on the test Jeep. 
It has a wide, zippered rear door which 
can be rolled up for full-open back. space. 
The doors are removable to give about 
50 per cent open space. Or in about five 
minutes one man can take the top down 
(or put it up) and fold the windshield 
down for completely open-air traveling. 

As mentioned earlier, this Jeep had 
three options which I believe improve its 





New convertible top in last stage of 
going down. Top folds down and entire 
unit folds. Doors are detachable. 











a 
han 
Na- 
the 
ky, 
ich 
nal 


wn 
ya 


to 


to 
20 
stly 
vith 
was 
ver- 
all 
was 
od, 
ven 


it’s 
ked 
10st 
the 
y is 
rere 
ery- 
for 


roit 
and 


ible 
2ep. 
Lich 
ace. 
out 
five 
wn 
ield 
Tr 

had 
its 





2 of 
ire 
ble. 











practicality a good deal. The standard rear 
axle ratio, 5.38, was changed to 4.27-to-1. 
And the three-speed transmission, with 
ratios of 2.798, 1.551 and 1, was elim- 
inated in favor of the four-speed option 
with ratios of 6.398, 3.092, 1.686 and 1. 
Reverse jumped from 3.798 to 7.820. To 
show how this improves the two most 
important driving characteristics of a Jeep, 
low-speed power and top speed, it is nec- 
essary to resort to mathematical formulas. 

Maximum top speed with the 4.27 is 
77 mph; with the 5.38 it drops to 65 
mph. Allowing for the effect of variables, 
or about 85 per cent efficiency, this means 
that a practical top speed would be 65 
mph with the optional axle, opposed to 
52 mph with the standard. The only dis- 
advantage to the 4.27 is slowing down for 
long hills. But curing the test, hills didn’t 
make any significant difference in the 
time it took to make a long trip, although 
the top speed did. 

To show just how much low-gear per- 
formance is improved with the four-speed 
transmission, it is mecessary to compute 
the grade ability in per cent, which is the 
grade on which the Jeep will start or the 
grade it will climb after it is started. 
First of all, look at the change in overall 
ratio in compound low: 68-to-1 for the 
four-speed and 4.27 axle, compared to 
38-to-1 for the standard axle and three- 
speed transmission. 

In computing the grade ability I have 
used maximum torque, 114 Ibs.-ft., 85 per 
cent efficiency, total ratio, a road resistance 
factor for good gravel surface, 14-inch 
loaded radius for the tires (6.70 x 15, an- 
other option) and a payload of approxi- 
mately 750 pounds. 

Mathematically, the grade that the test 
Jeep would climb would be a 168-per- 
cent or about 59-degree hill. A stock Jeep 
under similar circumstances has a maxi- 
mum potential of 94 per cent or about 
43 degrees. This is the best way the dif- 
ference in power potential between the 
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Iron rods support front section of 
top. Here doors are off and back is 
rolled up for medium open-air use. 
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two models can be stated. 

This may explain why I prefer the 4.27 
axle with a four-speed transmission. Top 
speed is about 15 mph better, while the 
low-gear performance is almost doubled. 
And although these mathematical figures 
are theoretical, the test proved them to be 
just as practical on the road. 

Just a word of caution though. The 
trucker or experienced Jeeper will have 
nc difficulty in using these figures. They 
will treat them as comparative ratios be- 
tween the two cars, which the figures are. 
The fellow who tries to climb a 59-degree 
hill will undoubtedly get more than he 
bargained for. There are simply too many 
variables: the road surface may be poorer, 
the front wheels may lift, the carburetor 
may flood, the fuel pump may quit, the 
payload may be heavier. Granted the po- 
tential is there, but for practical purposes 
it boils down to the fact that the four- 
speed transmission increases the power. 

The third major option on the test car 
was the Koenig winch. I am going to dis- 
cuss it only as extra weight in this article. 
In a later issue I intend to get deep into 
the subject of winching with this winch, 
and the areas to be covered (deadman, 
anchor stakes, snatch blocks, A-frame, 
doubling winch power, etc.) will fill an- 
other column. But the change that the 
winch makes in performance alone is 
worthy of mention. 

Logically, any four-wheel-drive car 
works better when the weight is distrib- 
uted equally over the four wheels. Un- 
loaded, a Jeep has about 58 per cent of 
its weight on the front wheels, but since 
the payload puts most of its weight on 
the rear wheels, this ratio changes rapidly. 
When climbing a hill the front wheels 
have a tendency to lift. The extra weight 
of a winch helps keep them down — one 
of the most important factors in climbing 
hills. Loaded, the test Jeep had no difh- 
culty with some very steep hills encoun- 
tered during back-country driving. /Mt 


The Jeep at its best. From full top, 
big photo on opposite page, to bobtail 
style takes about five minutes. 











NEW READY-TO-INSTALL 


TACHOMETER 


AND PRE-FAB SENDING 


‘Order Direct 
From Factory, 
SAVE OVER 





| USED BY CHAMPIO 
DON GARLITS 


| I ' J’ Here's the WORLD'S BEST 

' TACH VALUE... A pre- 

<i —-- ————— cision transistor tachometer 

equol to tachs costing 4 times more! ‘Handsome 0 to 8000 

RPM Toch Meter comes complete, ready to install on dosh or 

steering column, Electronic sending kit comes sub-ossembled, 

ready to connect per easy instructions. No specio!l tools or 

knowledge needed. Nothing else to buy. Anyone con install in 1 
hour. Attroctive 3” Multi-color Diol FULLY GUARANTEED 


EXCLUSIVE “DRAG-WINNER” FEATURE ASSURES 
FULL POWER! FASTER PICK-UP! GREATER ECONOMY! 


Only, Almquist’s Transistor Toch hos DOUBLE COLOR-CODED 
SCALES to show your engine's most efficient RPM range for 
mox. power, fostest acceleration OR greatest rood economy! 
Special “SPEED-SHIFT” Indicators show exact shift points for 
up to 15% foster occeleration & ET! Helps you WIN MORE 
“DRAGS”! Also o reliable engine trouble-shooter & tuning aid 
STOP driving ‘blind’ 
We pay postage. 


FREE BONUS! 24, Prompt, & we Include 


e = oe oe ee Rush me ~ following. postpaid: = =: oz — y 
> Complete Tachometer & DD Deluxe tiium cen me- 

























. order your Guoronteed Tach todoy! 














B Sensing wt $12.95 — Face Tach & Kit sis.0s8 
ure Iiuminated Tach (© Steering Post Mounting 
rl i Sending Kit $14.95 ~ Bracket s 1.008 
| Enclose $ (= Ship C.0.0. (Send 20°. Deposit) 
| Cor, make, yeor, model § 
No. of Cyls. (6 of 8) __ _ Volt. (60r12)__ nek 
NAME _ ey x a 
B avpress __t 
Biv ee eee 







LMIQUIST ! 


ENGINEERING DEPT. MIT-9 
MILFORD, PA. s 


AVOID SKIDDING 
GSH railing AND 











S BRAKE EQUALIZER EQUALIZER 

. Sopetiees — action by regulating 
fluid pressui 

* insures pon straighter s i] 
inates whee! etalon, 3 bial ne. a 

* Increases ae efficie: 9 sw ces 
stopping distances. 

* increases life of brake linings and 
tires, reduces costly brake repeks. 

%& Simple to install on ali cars, re; 
~— brakes. cooked 


ony $995 


MONEY BACK GUARANTEE 4 write tor tree titerature. 


INSTALL DO-MOR TODAY... IT MAY SAVE YOUR LIFE! 


DO-MOR BRAKE ENGINEERING CO. 


Wa MT-9 BAe t a 


Orange 3, Calif 


ew KING MIDGET 


WORLD'S MOST EXCITING LOWEST PRICED CAR 
Rider Agents Wanted. Send 25c for 32 page picture 
book, full details, dealer price. Or send $1 (refunded 
first order) for this plus Service = Repair Manual 
and 16 5x7 photos of car and facto 


MIDGET MOTORS CORPORATION, ATHENS 6, OHIO 
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RACING STOCKS 





PROFILE OF A HOT DART 


T’S NO SECRET a stock car can’t drag suc- 
cessfully the way it comes from the 
showroom. A patient detour through the 
hands of a skilled mechanic is necessary 
before a machine is ready for the strip. 

That’s always been true of Super 
Stocks. Today, though, it applies just as 
strongly to “A,” “B” and “C” classes. 
Under current NHRA rules, these are 
grouped tightly and provide some of the 
hottest action going. And the winners 
are usually cars taking advantage of every 
loophole in the definition of “stock.” 

A choice example is a “C” Stock Dart 
sponsored by Southwest Auto Company, a 


Six leaves in the rear springs, along 
with larger diameter torsion bars in 
front, suspend the police pursuit Dart. 


76 MOTOR TREND/SEPTEMBER 1961 





A Sun tachometer and Hurst floor shift are additions 
to the cockpit of Southwest’s dragging Dart. Straight- 
line or “H” patterns are allowed by the converted shift. 


by John Lawlor 


Dodge agency in Trenton, Michigan. Built 
by Don Dickinson, Southwest's service 
manager, to be driven by Bill Shirey, sales 
manager for the firm, the car is almost 
an NHRA rule book on wheels. 

There’s a good reason. Dickinson and 
Shirey race only at the Detroit Dragway, 
one of the NHRA’s top strips, so they 
know the association’s requirements very 
well. 

Dickinson started with a 1961 Dart 
Seneca two-door sedan in police pursuit 
form, a car right out of the catalog with 
heavy-duty clutch, transmission, brakes, 
springs and shocks. Regular production 
options he specified include a 330-hp, 
383-cubic-inch engine with dual four- 
barrel carburetors and dual exhausts, a 
limited-slip differential and 8.00 x 14 
nylon tires. The powerplant, it should be 
noted, does mot have ram induction. 

Next, he added several items offered 
but not installed by the factory. Among 
these were a cam with 284 degrees of 
duration, mechanical valve lifters and a 
new ring-and-pinion set to change the 
axle ratio from 3.21 to 4.30. 

Then he began the modifications 
allowed by the NHRA. A Sun tachometer 
was mounted on the steering column, a 
Stewart-Warner electric fuel pump re- 
placed the standard unit, Hedman headers 





4 













with open by-passes were added to the 
exhaust system, a Hurst floor shift con- 
version was substituted for the column 
lever and 8.50 x 14 Bucron tires were 
placed on the rear wheels. Planned but 
not completed at this writing are an 
Auto Marine transistor ignition and an 
Eaton silicone-clutch fan, which free- 
wheels during hard acceleration to re- 
duce drag on the engine. 

Finally, Dickinson met the NHRA’s 
demands for safety in higher-powered 
cars. He encased the clutch in a scatter 
shield hammer-formed from sheet metal, 
looped a quarter-inch strap of iron around 








For safety, a section of quarter-inch 
strap iron is looped around the forward 
end of the racing Dart’s driveshaft. 





Don Dickinson, the mechanic responsible for Southwest’s 
racing project, added a pair of Hedman headers to the 
383-cubic-inch engine’s standard system of dual exhausts. 
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the forward end of the driveshaft and 
coated the fuel line with rubber hose. 

All this has been done by Dickinson 
himself. Though Southwest is located in 
a suburb of Detroit, he hasn’t received any 
official assistance or encouragement from 
Dodge. Still, he admits it’s handy to have 
the factory just across town! 

Why does he put so much effort in 
a “C” Stock? Quite simply, he and Shirey 
want a winner and Darts haven’t been out- 
standing in Super and “A” classes. 

The two partners from Southwest ought 
to know. Earlier this season, they raced an 
“A” Stock Dart, similar to their present 
car but with short ram manifolding. It 
was hot all right, but so was the com- 
petition. The new machine, they feel, 
will be a much more consistent winner. 
They're still out for blood but are willing 
to settle for fewer red corpuscles. 


* * * * 


TERRIFIC INTEREST will center on the stocks 
at this year’s National Championship 


Just aft of the front wheels, exhaust 
by-passes have been welded into the 
standard twin-pipe scavenging system. 


Drags, to be held September 1st through 
4th at Indianapolis, Indiana. Bonus points 
awarded at the annual NHRA event may 
well decide the sport’s 1961 World Cham- 
pion and, currently, two stocks are among 
the top contenders for the honor. These 
are a 1961 Pontiac Super Stock belonging 
to Harold Ramsey of Wilmington, Dela- 
ware, and a 1957 Chevrolet “B” Stock 
owned by Bruce Morgan of San Gabriel, 
California. 

At the big Indy meet, two other stocks 
will figure in the Championship — but 
as prizes, not contestants. A 1961 Thun- 
derbird will be awarded to the title winner, 
regardless of class, while a new Pontiac, 
prepared for Super Stock racing by Royal 
Pontiac of Royal Oak, Michigan, will be 
presented to the stock competitor earning 
the most Championship points. Both cars 
are being donated by the Hurst-Campbell 
Corporation, makers of the famous Hurst 
floor-shift conversions. /MT 















































MOTOR TREND brings you exclusive monthly reports on all the very 
latest news happenings in Detroit, ‘‘The Motor City’ . . . Unique ‘‘Round 
the Clock”’ reports on major European automotive events . . . Down to 
earth comparison charts and specifications reports on all the current car 
models . . . America’s finest fully illustrated road tests. 


MOTOR TREND is published by PETERSEN PUBLISHING CO., Publishers of HOT ROD, MOTOR LIFE, 
CAR CRAFT, KART, ROD & CUSTOM, GUNS & AMMO, POWER BOAT, SPORTS CAR GRAPHIC and 'TEEN 


Magazines. 


MT-961 
MOTOR TREND Magazine 5959 Hollywood Boulevard, Los Angeles 28, Calif. 


C) Bill me later for $3.50 (12 issues) 
] $3.50 enclosed—send me 2 extra issues—making total of 14 issues of MOTOR TREND. 











Name 

Address. 

City. Zone State 

NOTE — If you are renewing your current subscription, please indicate date of expiration of your 
GEIORIIIID: cicscectiinsetittnsentinastaitassiebiine date subscription runs out — can be found on mailing label. 


MOTOR TREND/SEPTEMBER 1961 





. 


77 








a 


> ms 


REAR SEAT 


1961 BODY 
& CHASSIS 
DIMENSIONS 


BUICK Le Sabre, Invicta) 213.2 78.0 56.3 123.0 62.0 61.0 7.60 x 15 5 
Electra 219.2 78.0 57.0 126.0 62.0 61.0 8.00 x 15 5 





HEAD ROOM 
HEAD ROOM 
HIP ROOM 





5 
7 
9 
1 
1 
2 
5 
7 
7 


CLEARANCE 


44.0 4129 345 448 63.3 341 41.4 63.2 
45.7 4333 343 448 63.6 345 44.0 63.2 


2610 33.9 


4770 34.4 
4680 34.4 
5390 36.3 


188.4 71.3 A 56.0 56.0 6.50 x 13 38. 


. 1 

CADILLAC 60 222.0 % . 61.0 8.00 x 15 & 0 
62 222. ‘ ; 61.0 8.00 x 15 i 0 

75 80. 59. ls 610 8.20 x 15 ; 0 


40.8 3500 345 450 63.5 340 42.0 63. 
39.0 2355 33.5 440 585 33.5 36.5 58.0 
37.0 2905 37.0 46.4 59.6 


44.0 NA 37.6 45.1 63.8 38.1 424 628 
46.6 NA 37.6 45.3 63.8 38.1 42.4 62.8 


HECK’ : . . le x A i 
CHEVROLET _209. 78. 55. 119. 60.3 59. 7.50 x 14 6.0 
CHEVROLET CORVAIR 180.0 67.0 51.5 108.0 54.0 54.0 6.50 x 13 6.0 
CHEVROLET CORVETTE 176.7 70.4 52.2 102.0 57.0 59.0 6.70 x 15 6. 
CHRYSLER Newport, Windsor 215.6 79.4 54.9 122.0 61.0 59.7 8.00 x 14 5.2 
New Yorker 219.8 79.4 55.6 126.0 61.2 60.0 8.50 x 14 5.7 
300-6 219.8 79.4 55.1 126.0 61.2 60.0 8.00 x 15 5. 46.6 NA 38.1 456 --- 381 354 --- 
COMET 194.8 70.4 54.5 114.0 55.0 54.5 6.00 x 13 5.9 39.9 2440 386 43.9 57.0 37.6 40.8 56.7 
DODGE 212.5 78.7 54.9 122.0 61.5 60.2 8.00 x 14 5.3. 43.9 3700 37.6 45.1 63.8 38.1 42.4 62.8 
DODGE DART 209.4 78.7 54.8 118.0 61.5 60.2 7.50 x 14 5.1 42.3 3510 37.6 45.1 63.8 38.0 42.1 62.9 
DODGE LANCER 188.8 72.3 53.3 106.5 56.0 55.5 6.50 x 13 5.4 37.9 2595 37.9 428 568 37.4 39.7 56.9 
FORD 209.9 79.9 55.0 119.0 61.0 60.0 7.50 x 14 §.5 41.0 3683 382 45.3 62.1 37.6 43.3 63.5 
FORD FALCON 181.2 70.3 54.5 109.5 55.0 545 6.00 x 13 5.9 383 2289 38.8 446 57.1 37.3 39.4 57.0 
FORD THUNDERBIRD 205.0 75.9 52.5 113.0 61.0 60.0 8.00 x 14 5.2 40.2 3958 37.5 43.9 59.0 37.6 40.4 52.3 
IMPERIAL —227.3 81.7 56.7 129.0 61.8 62.2 8.20 x 15 5.6 48.2 NA 38.9 46.9 610 383 429 60.2 
LINCOLN CONTINENTAL 212.4 78.6 53.5 123.0 62.1 61.0 9.00 x 14 5.5 46.7 4771 38.6 440 597 38.2 40.0 60.7 
MERCURY 214.6 79.9 55.0 120.0 61.0 60.0 7.50 x 14 5.7 416 3762 38.2 45.3 62.1 937.6 43.3 63.5 


OLDS Dynamic 88, Super 88 212.0 77.2 55.8 123.0 61.0 61.0 8.00 x 14 5.6 43.0 4024 345 444 63.3 344 41.7 63.3 
98 218.0 77.2 56.6 126.0 61.0 61.0 8.50 x 14 5.8 43.8 4208 35.2 441 63.6 344 41.7 63.2 


OLDSMOBILE F-85 188.2 71.6 52.6 112.0 56.0 56.0 6.50 x 13 4.9 37.0 2566 340 440 586 33.9 37.8 58.2 
PLYMOUTH 209.5 80.0 54.6 118.0 60.9 59.6 7.00 x 14 4.7 42.2 NA 33.3 45.1 638 335 421 628 


PLYMOUTH VALIANT 183.7 70.4 53.3 106.5 56.0 55.5 6.50 x 13 5.4 37.1 2695 336 428 568 33.1 39.8 56.9 


PONTIAC Catalina, Ventura 210.0 78.2 55.9 119.0 62.5 62.5 | 8.00x14 6.0 46.0 3795 38.8 45.1 63.2 37.9 40.6 63.2 
Star Chief, Bonneville 217.0 78.2 55.9 123.0 62.5 62.5 8.00 x 14 6.0 466 3895 388 449 63.2 37.9 40.9 63.0 


PONTIAC TEMPEST 189.3 72.2 53.5 112.0 56.8 568 6.00 x 15 6.0 41.0 2800 383 441 586 37.1 37.8 58.2 


RAMBLER AMBASSADOR 199.0 73.6 56.9 117.0 57.8 59.1 8.00 x 14 5.5 39.8 3430 360 43.0 598 345 40.0 60.1 
RAMBLER AMERICAN 173.0 70.0 56.2 100.0 54.6 55.0 6.00 x 15 5.3 36.0 2544 350 44.0 580 330 37.5 45.3 
Classic V-8 189.9 72.4 57.1 108.0 58.8 59.1 7.50 x 14 5.4 37.6 3255 360 43.0 598 345 400 60.1 

Classic 6 189.9 72.4 57.3 108.0 57.8 58.0 6.50 x 15 5. 37.3 2933, 36.0 43.0 598 345 40.0 60.1 


STUDEBAKER HAWK 204.0 71.4 55.5 120.5 57.4 56.6 6.70 x 15 41.0 3207 345 440 595 33.7 37.0 58.0 
STUDEBAKER LARK 175.0 71.4 56.5 108.5 57.4 56.6 6.50 x 15 b 37.5 2966 35.2 43.5 59.5 347 40.0 59.0 
LARK Cruiser 179.0 71.4 56.5 113.0 57.4 56.6 6.50 x 15 ; 39.0 3000 35.2 435 59.5 347 440 59.5 
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BUICK Le Sabre (standard) V-8 250 @ 4400 384 @ 2400 4.13 x 3.40 10.25 1 2-bbl. ++. 
Le Sabre (optional) v-8 235 @ 4400 375 2400 4.13 x 3.40 9.0 1 2-bbi. “+ 
Le Sabre (optional) v-8 300 4400 405 2800 4.13 x 3.40 10.25 1 4-bbi. oo 
Invicta, Electra, Electra 225 V-8 325 @ 4400 445 @ 2800 4.19 x 3.64 1 4-bbi. --- 
BUICK SPECIAL V-8 155 @ 4600 220 @ 2400 3.50 x 2.80 8 1 2-bbi 3.36 
Skylark, Optional Special V-8 185 @ 4800 230 @ 3200 3.50 x 2.80 10.25 1 4-bbi 3.36 
CADILLAC 60, 62 & 75 V-8 325 @ 4800 430 @ 3100 4.00 x 3.875 10.5 1 4-bbi. --- 
CHECKER L-Head 6 80 @ 3100 180 @ 1400 3.31 x 4.375 7.3 1 1-bbl. 3.73 3.54, 4.09, 4.55 
Ohv 6 122 @ 4000 192 1800 3.31 x 4.375 8.0 1 1-bbi. 3.73 3.54, 4.09, 4.55 
CHEVROLET Six 6 135 @ 4000 217 @ 2000 3.56 x 3.94 8.25 1 1-bbi. 3.36 
170 V-8 170 @ 4200 275 @ 2200 3.87 x 3.00 8.5 1 2-bbI 3.36 
230 =—s«V-8 30 @ 4800 300 @ 3000 3.87 x 3.00 9.5 1 4-bbi 3.36 
250 V-8 250 @ 4400 355 @ 2800 4.12 x 3.25 9.5 1 4-bb! 3.36 
280 V-8 280 @ 4800 355 @ 3200 4.12 x 3.25 9.5 3 2-bbi 3.36 
305 V-8 305 @ 5200 355 @ 3400 4.12 x 3.25 9.5 1 4-bbi 3.36 
340 V-8 340 @ 5800 362 @ 3600 4.12 x 3.25 11.25 1 4-bb! 3.70 
350 V-8 350 @ 6000 364 @ 3600 4.12 x 3.25 d 3 2-bb!. 3.70 --- 
360 V-8 360 @ 5800 409 @ 3600 4.31 x 3.50 1 4-bbl. 3.36 3.70, 4.11, 4.56 
CHEVROLET CORVAIR Turbo-Air 6 80 @ 4400 128 @ 2300 3.44 x 2.60 ; 2 1-bbi. 3.27 
Super Turbo-Air 6 98 @ 4600 132 @ 2800 3.44 x 2.60 9.0 2 1-bbi. 3.27 
CHEVROLET CORVETTE 230 V-8 230 @ 4800 300 @ 3000 3.87 x 3.00 9.5 1 4-bbl. 338 37 
245 V-8 245 @ 5000 300 @ 3800 3.87 x 3.00 9.5 2 4-bbi. 3.36 3.7 
270 V-8 270 @ 6000 285 @ 4200 3.87 x 3.00 9.5 2 4-bbi. 3.36 3.7 
275 V-8 275 @ 5200 305 @ 4400 3.87 x 3.00 11.0 Ft. 3.36 3.7 
315 V-8 315 @ 6200 295 @ 5100 3.87 x 3.00 11.0 ra, 3.28 3.7 
CHRYSLER Newport V-8 265 @ 4400 380 @ 2400 4.12 x 3.38 9.0 1 2-bbI 3.58 
Windsor V-8 305 @ 4600 410 @ 2400 4.25 x 3.38 10.0 1 2-bbi 3.58 
New Yorker V-8 350 @ 4600 470 @ 2800 4.18 x 3.75 10.1 1 4-bbi +-- 
300-6 V-8 375 @ 5000 495 @ 2800 4.18 x 3.75 10.1 2 4-bbi 3.23 
DODGE Dart Six 6 145 @ 4000 215 @ 2800 3.40 x 4.125 8.2 1 1-bbi 3.31 
Dart V-8 V-8 230 @ 4400 340 ¢ 2400 3.91 x 3.31 9.0 1 2-bbi 3.58 A 
Dart V-8 Power Pack V-8 260 @ 4400 345 2800 3.91 x 3.31 9.0 1 4-bbi. int 3.31 
Dart D-500 =—s:V-8 305 @ 4800 395 @ 3000 4.12 x 3.38 9.0 1 4-bbi. 3.31 2.93 thru 4.89 
PolaraV-8 V-8 265 @ 4400 380 @ 2400 4.12 x 3.38 9.0 1 2-bbi. 3.58 3.31 
Polara D-500 V-8 325 4600 425 © 2800 4.25 x 3.38 10.0 1 4-bbi. 3.58 2.93 thru 4.89 
Dart, Polara Long Ram V-8 330 @ 4800 460 @ 2800 4.25 x 3.38 10.0 2 4-bbi. 3.23 2.93 thru 4.89 
Dart, Polara Short Ram V-8 340 @ 5000 440 @ 2800 4.25 x 3.38 10.0 2 4-bbi. 3.23 2.93 thru 4.89 
Dart, Polara Runner V-8 330 @ 5200 425 3600 4.25 x 3.38 10.0 2 4-bbi 3.23 2.93 thru 4.89 
DODGE LANCER 170 6 101 @ 4400 155 @ 2400 3.40 x 3.125 8.2 1 1-bbI 3.55 
225 6 145 @ 4000 215 @ 2800 3.40 x 4.125 8.2 1 1-bbI 3.55 
FORD Six 6 135 @ 4000 200 @ 2000 3.62 x 3.60 8.4 1 1-bbi 3.56 
292 V-8 175 @ 4200 279 2200 3.75 x 3.30 8.8 1 2-bb! 3.56 
352 V-8 220 @ 4400 336 @ 2400 4.00 x 3.50 8.9 1 2-bbI 3.56 
390 Special V-8 300 @ 4600 427 @ 2800 4.05 x 3.78 9.6 1 4-bbi 3.56 
390 Police Special V-8 330 @ 5000 427 @ 3200 4.05 x 3.78 9.6 1 4-bbi 3.56 
390 Super V-8 375 @ 6000 430 @ 3400 4.05 x 3.78 10.6 1 4-bbI 3.56 
FORD FALCON 144 6 85 @ 4200 134 @ 2000 3.50 x 2.50 8.7 1 1-bbI 3.10 
170 6 101 @ 4400 156 @ 2400 3.50 x 2.94 , 1 1-bb! 3.20 
FORD THUNDERBIRD V-8 300 @ 4600 427 @ 2800 4.05 x 3.78 1 4-bb! : 
IMPERIAL V-8 350 @ 4600 470 @ 2800 4.18 x 3.75 1 4-bbI ++: 
LINCOLN CONTINENTAL V-8 300 @ 4100 465 @ 2000 4.30 x 3.70 1 2-bb! -+- 
MERCURY Six 6 135 @ 4000 200 @ 2000 3.62 x 3.60 1 1-bb 3.56 
292 V-8 175 @ 4200 279 @ 2200 3.75 x 3.30 1 2-bbI 3.56 
352 V-8 220 @ 4400 336 @ 2400 4.00 x 3.50 1 2-bbI 3.56 
399 ~ V-8 300 @ 4600 427 @ 2800 4.05 x 3.78 1 4-bbi 3.56 
COMET 144 6 85 @ 4200 134 2000 3.50 x 2.50 1 1-bb! 3.50 3. 
170 6 101 @ 4400 156 2400 3.50 x 2.94 1 1-bbi 3.20 3. 
OLDSMOBILE Dynamic 88 V-8 250 @ 4400 405 @ 2400 4.13 x 3.69 1 2-bbl. 3.42 
Sup'r #° SR V-8 325 @ 4600 435 @ 2800 4.13 x 3.69 1 4-bbl. 3.42 
Starfire V-8 330 @ 4600 440 @ 2800 4.13 x 3.69 1 4-bbi. -- 
OLDSMOBILE F-85 V-8 155 @ 4800 210 @ 3200 3.50 x 2.80 1 2-bbi. 3.07 
Cutlass, Optional F-85 V-8 185 @ 4800 230 @ 3200 3.50 x 2.80 1 4-bbi. 3.36 
PLYMOUTH Six 6 145 @ 4000 215 @ 2800 3.40 x 4.125 1 1-bbI 3.54 
Fury V-8 230 @ 4400 340 @ 2400 3.91 x 3.31 1 2-bbi 3.58 
Super Fury V-8 260 @ 4400 345 @ 2800 3.91 x 3.31 1 4-bbi 3.58 
Golden Commando V-8 305 @ 4800 395 @ 3300 4.12 x 3.38 1 4-bb! 3.31 
Sonoramic Commando V-8 330 @ 4800 460 @ 2800 4.25 x 3.38 2 4-bbi 3.31 
PLYMOUTH VALIANT 6 101 @ 4400 155 @ 2400 3.40 x 3.125 1 1-bb! 3.55 
PONTIAC Catalina, Ventura, Star Chief v-8 215 @ 3600 390 @ 2000 4.06 x 3.75 1 2-bbl. 3.23 i y 
Bonneville (optional other series) V-8 235 @ 3600 402 @ 2000 4.06 x 3.75 1 4-bbl. 3.23 . 4 
Catalina, Ventura w/Hydramatic V-8 267 @ 4200 405 @ 2400 4.06 x 3.75 1 2-bbi. --- 3.08, 2.56, 2.69 » 
Catalina, Ventura w/Hydramatic (opt) V-8 287 @ 4400 417 @ 2400 4.06 x 3.75 1 4-bbl. --- 2.56, 3.08, 
Star Chief w/Hydramatic V-8 283 @ 4400 413 @ 2800 4.06 x 3.75 1 2-bbi. oe y 
Bonneville w/Hydramatic V-8 303 @ 4600 425 @ 2800 4.06 x 3.75 1 4-bbl. oe 
All series w/Hydramatic (optional) V-8 230 @ 4000 380 @ 2000 4.06 x 3.75 1 2-bbi. “+. ++. 
All series (optional) V-8 318 @ 4600 430 @ 3200 4.06 x 3.75 3 2-bbl. 3.23 2.56, 2.69, 3.08, 3.42 
All series (optional) V-8 333 @ 4800 425 @ 2800 4.06 x 3.75 1 4-bbi. 3.42 3.64 
All series (option-!) V-8 348 @ 4800 430 @ 3200 4.06 x 3.75 3 2-bbi 3.42 
PONTIAC TEMPEST 4 110 @ 3800 190 @ 2000 4.06 x 3.75 " 1 1-bb! 3.55 
Tempest w/Hydramatic 4 130 @ 4400 195 @ 2200 4.06 x 3.75 . 1 1-bb! ++: 
Tempest Prem‘um Fuel 4 120 @ 3800 202 @ 2000 4.06 x 3.75 s 1 1-bbi 3.31 
Tempest Premium Fuel w/Hydramatic 4 140 @ 4400 207 @ 2200 4.06 x 3.75 Bh 1 1-bb! ++. 
Tempest w/4-bbi 4 155 @ 4800 215 @ 2800 4.06 x 3.75 i 1 4-bb! --- 3. 
Tempest V-8 V-8 155 @ 4600 220 @ 2400 3.50 x 2.80 E 1 2-bbi “++ 3. 
RAMBLER Ambassador V-8 250 @ 4700 340 @ 2600 4.00 x 3.25 8.7 1 2-bbi 3.54 a 
Ambassador Power Pack V-8 270 @ 4700 360 @ 2600 4.00 x 3.25 9.7 1 4-bbi 3.54 2. 
RAMBLER AMERICAN Deluxe, Super 6 90 @ 3800 160 @ 1600 3.13 x 4.25 8.0 1 1-bbi 3.31 3. 
AMERICAN Custom 6 125 @ 4200 180 @ 1600 3.13 x 4.25 8.7 1 1-bbi 3.31 
CLASSIC Six 6 127 @ 4200 180 @ 1600 3.13 x 4.25 8.7 1 1-bb! 3.78 4. 
CLASSIC Six Power Pack 6 138 @ 4500 185 @ 1800 3.13 x 4.25 8.7 1 2-bbI 3.78 4. 
SIC V-8 V-8 200@4 245 @ 2500 3.50 x 3.25 8.7 1 2-bb! 4.10 3. 
CLASSIC V-8 Power Pack V-8 215 @ 4900 260 @ 2500 3.50 x 3.25 8.7 1 4-bb! 4.10 a 
STUDEBAKER Hawk V-8 V-8 210 @ 4500 300 @ 2800 3.60 x 3.60 8.8 1 2-bbI 3.31 
Hawk V-8 Power Pack V-8 225 @ 4500 305 @ 3000 3.60 x 3.60 8.8 1 4-bbi 3.31 
STUDEBAKER LARK Six 6 112 @ 4500 154 @ 2000 3.00 x 4.00 8.5 1 1-bb! 3.73 3.54, 4.10, 4.56 
v-8 V-8 180 @ 4500 260 @ 2800 3.60 x 3.25 8.8 1 2-bbI 3.07 3.31, 3.54 
LARK V-8 Power Pack V-8 1595 @ 4500 265 @ 3000 3.60 x 3.25 8.8 1 4-bbi 3.07 
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Loosens Rusted Bolts 






seconds! nuts, screws, ‘‘frozen’’ parts! 


LIQUID 






SUPER-PENETRANT 


The super-penetrating rust 
solvent that quickly loosens 
rust and corrosion. 
AT ALL HARDWARE 
j AND AUTO STORES 
RADIATOR R SPECIALTY. COMPANY 


torre 









REPAIR MOST EVERYTHING MADE OF METAL 
Home appli- 
ances, Auto 
parts, Farm- 
garden equip- 
ment toys 
Make and re- 
pair play- 
ground equip- 
ment lawn 
chairs, tables, 
ornamental 

iron work, gates on ete. Solder, heat, bend and 
straighten with terrifie heat from are toreh. ( and weld 
up to 4” steel plate. A million uses for Home r 
inventors, factories, ete orks from any he me 1 
plug-in Complete with dark welders mask 
supply of welding and brazing rods. Solder, flux, and com- 
plete Welding Instruction Book. Attractive ~ portable — 
efficient 1 yr. guarantee. Wt. 4 lbs 
SEND ONLY $3 00 (cash, ck, mo) and pay post- 
e man $11.95 plus C.O.D. pstg 
on arrival or send $14.95 for P. Paid Delivery. 
Ideal gift for mechanically minded home owners, 
relatives, friends. 
rder now for early delivery. Available only from: 








does most for you! 


Warn Hubs on 4-wheel drives stop 
front end drag in 2-wheel drive so 
highway miles are fast, easy, quiet. 
They save gears, engine, tire wear 
WARN HUBS and gas; give your 4-wheel drive the 
MAKE 2 TRUCKS pep, speed, performance, handling 
ease of a 2-wheel drive — and you 

OUT OF 1 still have regular 4-wheel drive 
Models for all when you want it! Change drive 
4-wheel drives automatically with Warn Lock-O- 


Matics; manually with Locking Hubs. 

See your dealer soon. 

WARN MFG. CO., INC. 
Riverton Box 6064-F, Seattle 88, Wash. 

















REMOVABLE FIBER-GLASS TOPS 











for 
all 
sports cars 


Add elegance with the sleek lines of a 
PLASTICON hard top. Keep the sporty look 

.add the comforts of a standard. New 
designs ready for immediate delivery. Write 
for free literature and new low prices. 


PLASTICON, INC. 
Dept. R, $721 Klingerman St., El Monte, Calif. 


Country's largest manufacturer of sports car tops. 











NEXT MONTH IN MT 


PHOTOS 


AND 


FACTS 
ON THE FIRST OF 


THE ‘62 CARS 
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CAR QUIZ 


TAILLIGHTS are one of the stylist’s favorite components, because they allow 
him a flamboyance that adds a finishing touch to the overall design of a car. 
That has been especially true with the high-finned cars of recent years, though 
even many of the classics had very distinctive lighting treatments. Here are 
close-ups of nine taillights that the observant auto enthusiast should recognize. 











See page 15 for answers. 














llow 
car. 
»ugh 
are 
nize. 























SELL ‘N’ SWAP 


Requirements are: copy limit of 25 words 
(not including name and address); 1st come, 
Ist served; we reserve the right to edit where 
necessary; we are not responsible for accuracy 
of description, although we will reject any mis- 
leading statements. This service is not open to 
commercial advertisers. No ads will be accepted 
if payment is not made in advance. Only one 
CAR may be listed in any single Sell ’N’ Swap 
insertion. This limitation will not apply to 
parts, catalogs, etc. The charge is $4 per in- 
sertion. If your car is unusual and you have a 
photo of it suitable for publication, you may 
submit it with your ad. If we decide to print 
it there’s no cost to you for the cut, but we'll 
have to decide which photos to use. Sorry, no 
photos can be returned—Editor 











SELL 


*28 GRAHAM-PAIGE 4-dr. spt. sed. Com- 
pletely orig. ae wheels with sidemounts, extrd- 


r a 


heavy-duty trans. Drive anywhere. Nathaniel 
Adelstein, 1700 Calhoun St., Trenton, N.J. 
’41 LINCOLN CONTINENTAL hdtp. Good 
body & mech. cond. Ford 6-cyl. engine runs 
good. $500. Kenneth Hill, 176 N. Pearl St., 
Albany, N.Y. Phone HE 4-2626. 

’07 REO '4-ton truck — stake body, chain 
drive, 1 cyl. Restored like new. Price with 
trailer, $2500. George McLean, 1026 N. 
O'Brien St., South Bend, Ind. 

BUGATTI "Type 57 Ventoux 4- -pass. cpe. Hy- 
draulic brakes. Never restored but in exc. orig. 





onad, $1650. Will deliver anywhere for costs. 
William Buttlar, 1914 Connecticut Ave. NW, 
Washington, D.C. Phone HU 3-5253. 

WOOD KITS — Marmon V-16, others $3 ea. 
f.o.b. Plastic 1769 Cugnot, 1898 Peugeot, 1899 
Gobron, Brillie, $4 ea. f.o.b. Wanted: old wood 
kits. Franklin Ingraham, MT-IMVOW, Albion, 


» # 
‘49 CADILLAC Fleetwood sed. In daily use; 
63,000 plus mi. Both heads recently replaced. 
lst car to receive Motor Trend Award. $950. 
Roy De Mik, R.R. 1, Box 15, Chicago Heights, 
Illinois. 
24 CHRYSLER 6 phaeton — Ist series. 80% 
complete — new uph., chrome, paint, tires; en- 
gine rebuilt. $1100. Dave Cliff, 46628 Roselane, 
Mount Clemens, Mich. 

'40 PACKARD cpe. in exc. cond. for restoring. 
Runs good; drive anywhere. Have owned car 
for 8 yrs.; complete records available. Make 
offer. W. T. Richards, 2451 Wagner St., Pasa- 
dena, Calif. Phone SYcamore 6-3230. 

‘27 BUICK 4-dr. sed., with Master 6 engine. 
Unrestored, but in very good running order. 
Drive it away for $450 or best offer. Alden 
Dreyer, Main St., Wales, Mass. 

‘27 DODGE 4-dr. sed. — last of the orig. 4-cyl. 
Mech. good, metal solid, good tires, new brakes. 
No broken glass; body restorable. $200. Arthur 
B. Graisbery, Black Horse Pike, Grenloch, N.J. 
"17 DODGE rdstr. New top, reconditioned ra- 
diator. Body in goed cond.; needs paint. Tires 
fair. Pix on request. Dilkinson, Pentex, Inc., 
P.O. Box 248, |B Pon Ill. Phones WElls 
9-3513 or WElls 9- 3514. 
JUDSON SUPERCHARGER for MG-A — like 
new. Karl Mitchell, 121 Edgehill Ct., Creve 
Coeur. "1. 
PACKARD PARTS: New, used, 1924-'56; man- 


uals, parts books, 1931-'56. Chevrolet, Buick, 
Oldsmobile, Pontiac, Cadillac parts— new & 
used — 1928-'54. List 25c. John Jordan, Rt. 1 
Box 63, Burlington, Wash. 
‘23 CHEVROLET ENGINE, trans., differential, 
wheels, frame, other chassis parts. Good cond.; 
pogo George F. Smith, 119 James St., 
tica, N . 
’41 LINCOLN CONTINENTAL hdtp., with '53 
Oldsmobile engine & orig. Lincoln stick trans. 
Needs little work on suspension & interior. $625 
or best offer. Ronald VanGelderen, 1639 E. 9th 
So., Salt Lake City, Utah. Phone EL 9-5904. 
FIBERGLASS-BODIED Ford Special. 100-in. 





wheelbase, Ford engine & running gear with 
o.d. Dayton wire wheels, Stewart-Warner in- 
struments. $1050. With pressed steel wheels, 
$875. Ben Shoemaker, 8133 Milmont, Massil- 
lon, Ohio. 

CLASSIC & ANTIQUE CAR Sales Catalogs: 
Packard, Chrysler, Lincoln, Cadillac, Pierce- 
Arrow, Buick, Ford (Model A & later), Orphan 
& Foreign cars; minimum $5 ea. Also MoToR 
(N.Y.) Annual Numbers. Details for large, 
stamped, addressed envelope. No parts for cars. 
eo} Twohy, 400 N. Kenmore, Los Angeles 4, 
alif. 

MOTORBOOKS — British, French, German, 
Italian & American car handbooks & shop 
manuals; books on maintenance, repair, tun- 
ing, racing, rallies, antiques, classics. Catalog 
(500 items) 25¢. Grays (Dept. MT), Mail Order 
a Booksellers, Hurstpierpoint, Sussex, Eng- 
and. 

*34 LINCOLN LeBaron cpe.—rare model. 
Rumbleseat, golf compartment, 6 wire wheels, 
gas heater & Lincoln driving lights. Green, with 
white top. Exc. cond. $1500. Albert F. Merrill, 





a's Boston 1 Rd., Gaines, N.H. Phone 
HUNDREDS OF PHOTOS of rare classic & 
custom cars, 1925-'45. 40¢ ea. Write for list. 
J. A. Sural, Hanau/Main, Post Box 767, West 
Germany. 

COLLECTORS: Do you collect Auto Catalogs, 
photos, manuals, badges? This is your hobby 
club. Monthly bulletin, literature exchange, free 
info. Auto mata Box 451-D, Mount 
Clemens, Mic 

CLASSIC Mt TOMOBILE CATALOGS, MoToR 
(N.Y.) Annual Show Issues, manuals, dealers 
books, ads & prints. Over 1000 items in stock. 
Complete listing, 35¢. Sheldon J. Lewis, 61-33 
213th St., Bayside, L.I., N. 

TUCKER AUTOMOBILE factory folders, test 
by Tom McCahill, history of the car, sales 
sheets, newspaper ads, etc. Package mailed any- 
where for only $1. Jerry Moore, Box 10574, 
Riviera Beach, Fla. 

COLLECTORS... Automobile ink drawings. 
Cars of the ‘30s, Set 3: °31 Studebaker, °32 
Buick, °33 Pierce-Arrow, '36 Auburn, °37 
Chrysler & 38 Ford. 81 x 11-in. quality paper 
stock for mounting or framing for den or rec- 
reation room. All 6 for $2. Watch for Set 4. 
pean a, 243 S. Whiteoak St., Apt. C, Kutz- 
tow 

Lassie ILLUSTRATION — ’33 og a 
SJ rdstr. Black on quality white stock. 9 x 14 
in. — suitable for framing. 2nd of series. Send 
$1 cash or M.O. John Scoby, 6457 Charles- 
worth Ave., North Hollywood, Calif. 
MOTOR TREND COLLECTION — July °54 
thru Dec. '60, in good cond. Complete, $200 
or best offer. No single copies; will consider 
offer for individual yrs. Donald M. Sisco, 65 
Arcellia Dr., Manchester, Conn. 

’28 NASH 400 cpe. Orig. cond. — ohv 6-cyl. 
engine, dual ignition, leather interior. Just 
o’hauled; runs well. Make offer. Jim Fuhrman, 
Box 12, Larslan, Mont. Phone PA 5-3161. 

52 SINGER 4-AD rdstr. Classic, in mint cond.: 
racing green paint. Completely dismantled 51 
model incl. for spare parts. $750. L. Wood- 
worth, 123 Buena Vista, East, Apt. 1, San 
Francisco, Calif. Phone HE 1-3236. 

PARTS for '26-'27 Marmon Model 72 — radi- 
ator, headlights, fenders, trans., etc. Also self- 
starting dual-ignition ohv 6 engine in very 
good running cond, Fred Hennig, Box 594, 
Minoc ocqua, Wis. 

"36 OLDSMOBILE 4-dr. sed. Black; perf. new- 
car cond. inside & out. Not a restored model 
— only 1963 mi.; onaiee guaranteed perf. Sam 
Nettinga Jr., R. R. #3, Huron, S. D. 





"50 CHRYSLER ‘ena rm Country. Like-new in- 
side & out — no rust or rot. Stored for 7 yrs. & 
wood refinished every yr. $995. Jens Olsen, 
3700 Penn Ave. No., Minneapolis 12, Minn. 
°39 BUICK Super 4-dr. sed. in showroom 
cond. Beautiful black lacquer & uph.; 29,400 
actual mi. Send addressed envelope for details. 
Will deliver — of Mississippi. Elizabeth Kar- 
kos, Wilton, Me. 

*32 ROLLS-ROYCE 20/25 spt. sed. Very fine 
orig. car, with full leather interior, bucket 





Seats; new top & tires. Bac., Peppy engine. 
$3500. Bruce Fagan, P.O. Box peppy engin. 
wood 46, Calif. 

"51 PACKARD 4-dr. sed. Auto. trans., r & h. 
Best offer. Irvin Ditch, Claremont, Minn. 

’48 LINCOLN CONTINENTAL | cabriolet. 
Black, with light tan top, blue leather. New 
tires; ‘o.d., auto. same Orig. owner; perf. cond.; 

16,000 mi. Best offer. M. J. Harkins M.D., 437 

Main St., Lewiston, Me. 

’°37 FORD 85 V-8 phaeton. Exc. body & mech. 
cond. New top, side curtains & uph. Washing- 
ton blue — like new. Best offer over $1300. R. 
B. Greenleaf, 756 a Dr., N.E., Atlanta, 
Ga. Phone 876-349 

’47 CHRYSLER Town & Country 2-dr. Cloth 
top — electric operated. New light green paint. 
All very good cond.; drive anywhere. $650. N. 
D. Frey, 119 21st Dr., New Philadelphia, Ohio. 
Phone 31740. 

°39 PACKARD 6 4-dr. ong Not mint, but very 
good orig. cond. R & h; 4 good tires, 2 spares. 
Needs some work on engine. $175. Richard N. 
5 means U.S. Army Medical Unit, Ft. Detrick, 


‘9 “OLDSMOBILE 6- -cyl. 4-dr. sed. Orig. black 
paint, r&h. Exc. cond., always garaged: 38.900 





mi. $495. Rod Walker, 1414 3rd St., Fort 
Wayne, Ind. Phone A-46361. 


SELL OR SWAP 


’40 PACKARD Model 1803 Super 8 bus, cpe. 
in exc. cond. Complete service history, pix 


Po EE 


a 





available. $600 or trade. Roger Kg 1328 
Huckleberry Lane, Hewlett Harbor, N.Y 


WANTED 

ORIGINAL automobile owners instruction 
books, sales catalogs, shop manuals—any make 
1900-’25, classics °25-’35. Also ALAM, ABT, 
NACC Handbooks. Prices & details in ‘1st let: 
oh — R. Pierce, 3517 Dollar Dr., Akron 
1 

BOYCE” “MOTOMETERS, script nameplates, 
fancy radiator ornaments ‘and caps, wings, dog- 
bones, etc. MoToR Annual Show Issues prior 
to '30, Classic Automobile catalogs & manuals. 
Top prices paid. Sheldon J. Lewis, 61-33 213th 
St., Bayside, L.I., N.Y. 


MOTOR TREND/SEPTEMBER 1961 81 











BINDER 
TODAY 


Motor Trend 
copies like 
new. In an 

amazingly 
short time 
you'll have 

a complete, 

fully illustrated 

Motor Trend 

library at your 
fingertips. 
Only $3.00 each 





i MOTOR TREND BINDER wr-961 | 


5959 Hollywood Bivd., L. A. 28 | 
| Send me my Motor Trend binder today; $3 en- 


closed in (check one) Cash [] Check [) Money 
j Order (10 In Canada—75¢ duty on delivery 
| Name. 








(please print) 
I Address 





1 City. Zone. State. 








4-WAY WELDER 31435 
WELD -BRAZE - SOLDER - CUT 


ee WELDER AT THIS PRICE 
ary 4 FOOT SWITCH, 
twin carbon are 


P hy gh Tae ome, ty 
ng rod: 
struction book. FULL YEAR GUARANTEE. 
More than a quarter million in <3 — 
mn we 





a Operat 
® ONLY Y 2 Pay postman, Ate Bs 
charges. Ideal ifetime wine for hobbyist, mechani: 
owner. Order 10-day money- ~ back guara: warentes. 


FOUR WAY WELDER co. B cng South Federal Street 


- F27-3, Chicago 16, II. 








removes grease like 
no detergent can! 


Cleans power mowers, en- 
ines, garage floors, kitchen 
alls, ovens, exhaust ducts, 

= paint brushes, furnace fil- 

5 ters, bar-b-q grills, machin- 
ery! At auto supply, farm, or 
hardware stores! 





. SUPERCHARGERS 


NG PERFORMANCE FOR YOUR CAR! 


free information 








| 
| 
| 





NEXT MONTH IN MT 


| 
| OLps F-85 CUTLASS 
ROAD TEST 
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CAR CROSSWORD 


How is your knowledge of cars and the terms of the automotive worid? 
Here is a unique = to test it. This exclusive MOTOR TREND automotive 
crossword puzzle has been created with the interests of our readers in 
mind. Naturally, not all of the words used will apply directly to cars, but 








a good acquaintance with the field should be the key to a quick solution 
of the puzzle. Correct s will app in next month’s MT. 
8. Model change rate 
ACROSS 9. Designated flag waver (2 words) 
: . 10. Plymouth Six for instance (pl) 
1, ——d, built third American car 11. Eccentric part 
4. Horsepower brake 12. Sp——— tire 
9. Man’s name with car in it 13. Chief's car color 
14. Goes with honest 21. W——— hubs 
15. Embankment _ ; 23. Automotive engineer (ab) 
16. Trucker’s warning signal 25. Crazy driver 
17, ———ine brakes 26. State 
18. Poison oak 27. Dw——— cam adjustment 
19. Weli known 28. Car accessory 
20. Fender body joint (2 words) 29. Common truck axle (2 words) 
22. Driving hazard _ é 30. Battery necessities 
24. Antique car, Michigan city 33. Sparky hole fillers 
(2 words) 34. Gap 33D 
31. Nakedly 35. Tropical shrub 
32. ———la, German car 37. Weird 
33. Pairs (ab) 41. This number can worry mechanic 
36. Money drawer 45. St--—— brakes 
37. ——gle (antique car) 48: Indy minus 499 
38. ———aware, state 49. Arrangement 
39. Southern general 50. ———ry, for honing 
40. ———sman, motor buggy 52. Half an em 
(antique car) 53. Common limousine color 
41. Fencing dummy 54. Bind again 
42. Buick spec——— 55. Snow vehicles 
43. Navy 58. Gazelle 
44. New England state (ab) 
45. Rows 
46. Mystic canes LAST MONTH’S ANSWERS 
47. Italian city 
49. English car 
51. Long time hoider speed record 
cars under 30 hp. 2 words (pl) 
56. German ones 
57. Once a Rambler 
58. Ethiopian district 
61. Asian country 
66. Irishman 
67. Water or battery acid can do this 


68. Pheasant brood 


. Describes skillful driving 
. Speed, tach, among others 
. Affirmative 


DOWN 


Spneeer 


‘ cae unit 
Fat 


Newest “plymouth (2 words) 
Female ruff 

Eggs (ab) 

Saul’s uncle 
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Over 100 Runs on 
One Set of Bearings! 


This rip-roaring, Pontiac-powered, Class A Dragster copped 23 Top 

Eliminator victories and set seven major records—including the 1960 

National Elapsed Time record of 8.84 seconds—all without even one 
bearing failure, since switching to Pennzoil. 











**] used to average six runs on a set of bearings before they would scuff,” 
says owner-driver Eddie Hill, of Wichita Falls, Texas. ‘Now, using Pennzoil, 
I have well over 100 runs at record-breaking speeds on a set of bearings and 
they still look like new. 

“This is quite a tribute to Pennzoil protection. Other oils I have used caused 
frequent engine failure due to inadequate lubrication. But Pennzoil solved 
that lubrication problem for me.” 


Pennzoil Z-7 can solve your lubrication problems, too—whether in grueling, 
high-speed racing or everyday, passenger-car driving. This amazingly pure 
Pennsylvania motor oil lasts longer, works better . . . and you'll never need 
extra additives again, between regular changes. If your favorite dealer doesn’t 
display Pennzoil Z-7, ask for it, insist on it by name—wherever you drive, 
whatever you drive. 











3 Richest, most complete motor oil in the world 


Member Penn. Grade Crude Oil Assn., Permit No. 2, Oil City, Pa. 








ares ~ 


Stolen from Research Library 
» PETERSEN PUBLISHING CO, * 



































The secret? Flavor-Seal — 
L*M’s special way 
of moisturizing tobacco 
to seal in 
natural tobacco freshness 
and flavor. 











Yes, L®*M’s Flavor-Seal locks 
in the natural flavor of fresh- 
tasting tobacco, best-tasting 
tobacco. And you unlock it 
every time youlight up an L*&M! 


Do away with 
dried-out taste for good 


L*M burns slower, smokes 
cooler, never dries out your 
taste. You get the modern 
Miracle Tip... pure white, in- 
side and out, for the cleanest, 
freshest taste possible. 

Start fresh, stay fresh 

with L&M. 







with fresh 
> UM 
Fi LTe Rs e 


TRY FRESH-TASTING, BEST-TASTING L®M TODAY— PACK OR BOX 





©1961 Liggett & Myers Tobacco Co. 




















